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Litterent cargo requires different treatment. 


Careful handling makes crating of automobiles 
unnecessary. Handlers do not touch bodies or SHIF 
fenders; all moving is done from axles, tire mee 
racks, etc. Careful handling doesn’t just happen 
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Large or Small 
it fits them all! 


MGCBEE VERTICAL-FLAT 
TARIFF FILES 


ERE'S the filing equipment 

that accommodates the 
new large-size tariffs, or any 
tariff that's issued. 


As your tariff file grows, you 
need new equipment. So why 
not install McBee all-steel 
Vertical-Flat Filing Cases and 
Rate Desks now and give your 
Traffic Department the advan- 
tage of the added efficiency 
this modern equipment brings? 








SAVES TIME, FLOOR'SPACE 


AN assembly near the clerk’s desk puts tariffs 
within easy reach, saving time. Each 
drawer is a separate unit, permitting forma- 
tions of single-unit drawers in floor space 
ordinarily wasted. Alll-steel. 

* 


WBE for Literature, 
Specifications and 
Prices. 


THE McBEE COMPANY 


ATHENS, OHIO 
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Features of the 


Eight great engines are pictured on this page. 
They range in cubic inch displacement from 221 
to 707; in horsepower, from 69 to 173; and in 
torque, from 155 to 550 ft. Ibs. They are uni- 
form in design, uniform in the standards to which 
they are built, uniform in their ideal graduation 
of size and power; and they also possess in 
common, one great outstanding characteristic— 
unsurpassed engine efficiency—because every 
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This new “221 engine is now available in & 
GMC models T-18 (1442-2 ton) and T-23 (2-3 Hie 
ton). With its introduction, the General 
Motors Truck Company offers, for the first time 
in automotive history, a complete line of motor 
ia- all powered by six-cylinder ‘ 
built“‘engines of uniform valve-in-head design. 
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1933 Engine Line 
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1933 GMC engine provides more sustained 
torque per cubic inch displacement than does 
any other truck engine built. 


Contributing to this spectacular achievement 
are many features of advanced engineering 
design and construction. 


But only an actual demonstration can tell you 
how much these improvements will mean to 
you. Get that demonstration today! 


GENERAL MOTORS TRUCKS 


General Motors Truck Co. 


(A Subsidiary of Yellow Truck & Coach Mfg. Co.) Time Payments Available 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR TRANSPORT REGULATION 
T is encouraging to note, in the report of the Joint 
Committee of Railroads and Highway Users, made for 
the benefit of the National Transportation Committee in 
its study of the nation’s transportation problem, that, “in 
principle, all those using the highways for commercial 
purposes in interstate and intrastate commerce should be 
subjected to regulation,” but the promise in this preface 
seems discounted in the sequel. 

The railroad members of the committee, in treating 
federal legislation, say that “adequate requirements 
should be imposed upon common carrier trucks in inter- 
state commerce to insure just and reasonable rates, with 
provision for publication thereof and adherence thereto, 
and proper inhibition against undue discrimination,” but 
the highway users represented on the committee would 
qualify this by adding: “If and when sufficient data have 
been collected to indicate the desirability of such regula- 
tion in the public interest.” In other words, they will be 
for it if and when they are convinced that it is proper. 
An infidel might well agree to admit that there is a God 
if and when he becomes convinced that there is—and 
that is all the agreement in question amounts to. 

So far as this particular point is concerned, it seems 


to us, there has been no meeting of views and the report 
is made simply in order that a report may be made—as 
is customary in the proceedings of such bodies. Language 
is employed to which all may agree, whether or not the 
language means anything. The same qualification was 
inserted by the highway users as to the matter of reg- 
ulation of contract trucks as differentiated from common 
carrier trucks, and as to state as well as national legis- 
lation. 

Nevertheless, agreement was reached on some other 
points, notably that regulation of all interstate common 
carriage of persons or property on the highways should 
be under the jurisdiction of the Interstate Commerce 
Commission or some similar tribunal. There was also 
agreement as to qualifications of motor carriers for per- 
mission to operate. 

We share the hope expressed in the report that fu- 
ture conferences of the committee may serve to clear up 
the differences that remain. It is natural that such dif- 
ferences should exist, for the railroad representation on 
the committee is made up solely of railroad executives, 
while the representatives of the highway users are, for 
the most part, interested either in the automobile man- 
ufacturing business or the motor transport business, with 
a sprinkling of users of the highway in the sense that 
they buy transportation over it. Of course, the railroads 
are selfish, but, of course, the others are also. It is 
hard for opposing interests to get together unless it can 
be shown that, in the long run, their interests are iden- 
tical. Many motor transport men are coming to see that 
motor vehicle regulation is in their interest and we hope 
to see that idea prevail—not in the sense that unnec- 
essary and burdensome regulation shall be piled on them 
for the mere sake of equalizing conditions as between 
them and the railroads, but in the sense that, to the ex- 
tent that the railroads continue to be regulated, an equal 
measure of regulation shall be served to their competi- 
tors, expecting that full investigation will show that 
neither ought to be regulated to the extent that the rail- 
roads are now restricted. 


SHIPPERS AND FREIGHT RATES 


E have received several communications, not in- 
tended for publication, similar to the one from 
Mr. A. G. T. Moore, printed elsewhere, from traffic repre- 
sentatives of industrial or commercial concerns or asso- 
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ciations protesting against our editorial of last week con- 
cerning the petition of agricultural, lumber, and coal in- 
terests for a reduction in freight rates commensurate 
with reductions in commodity prices. These letters run 
the gamut from commiserating with us over our igno- 
rance of the fact that those asking the reductions are do- 
ing it in the interest of the railroads and the public wel- 
fare as well as of themselves and that they are friends of 
the railroads, to charging us with railroad bias—which 
latter charge consists ill with the theory of the same 
writers that the lower rates they ask would mean more 
business and better profits for the railroads; the only 
explanation that would make it consistent is that both we 
and the railroads are so stupid and ignorant as not to 
know what is best for the railroads. The charge might be 
made with some show of reason against us—though we 
assume to know a little about the subject—but we fancy 
the traffic departments of the railroads—regardless of 
whether what they want is fair or not—have a pretty 
good idea of what is best for their own financial welfare 
—better, at least, than that of individual industrial traf- 
fic managers who have little knowledge of the matter as 
a whole, however expert they may be in running their 
own business. 

Are these protestations that the seekers for lower 
rates believe they are acting in the interest of the rail- 
roads and for the public welfare to be fully accepted? If 
they are so acting, then they ought to show in some other 
way their grasp of the transportation problem and their 
desire for railroad prosperity. Has there been any con- 
certed move on the part of agriculture, or the lumber in- 
dustry, or the coal business,.for instance, to bring about 
the withdrawal of the government from its unfair water- 
way competition with the railroads? Has there been any 
demand from them for equalization of regulation as be- 
tween the commercial motor vehicles and the railroads to 
the end that the latter may be freed from unfair compe- 
tition, made so through lack of proper government policy ? 
Has there been any such action on their part looking to- 
ward scientific and definite determination of the facts as 
to whether the commercial motor vehicles pay their 
proper share of the cost of construction and maintenance 
of the public highways, over which they do business in 
competition with the railroads, which pay for their own 
roadways? Has there been any request from them that 
the intercoastal steamship business, in competition with 
the railroad business, be placed under similar regulation? 
Has there been any such demand or suggestion from the 
national organization of industrial and commercial traf- 
fic managers? There has not. Here and there are indi- 
viduals or businesses that lend their support to this sort 
of thing, but, as a whole, shippers are either silent or in 
active opposition to this program for a square deal for 
the railroads and a sound transportation policy for the 
country. Each thinks of his own particular interest— 
which is natural, perhaps, but still a reason why they may 
not hope to be considered friends of railroad prosperity 
or sound transportation policy in general. 

When shippers as a whole and those in particular 
who are concerned in the petition in question have exer- 
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cised themselves a little to bring about the transporta- 
tion situation that the public welfare and sound sense re. 
quire, and have accomplished that end—and they could 
accomplish it if they added their efforts to those of the 
railroads, unbiased economists, and even many motor 
transport and intercoastal steamship interests who see 
the situation more clearly than some of their brothers— 
then, perhaps, it will be well enough for them to talk of 
the necessity for and justice in a lower level of rail rates, 
and very likely that lower level would be warranted. Un- 
til they do it they ought not to feel insulted if it is be. 
lieved that they are seeking their own ends rather than 
the public welfare—much less railroad prosperity. After 
all, that is what the railroads are doing; that is, they 
are looking out for themselves—though it seems to us 
that what they ask accords with sound theories of good 
public policy; why should shippers be so aggrieved at 
having it said that they are doing the same thing? 

Anyway, we are not to be deterred from advocating 
what we believe to be sound policies and talking frankly 
about the motives of those who deal with transportation 
matters because some may call us “pro railroad.” We 
are “pro” anything that seems to us right and “anti” 
everything that seems to us wrong. 


LOCAL SELFISHNESS 


E are printing elsewhere the transportation pro- 

gram of the Chicago Association of Commerce— 
the list of things it wants done in transportation for its 
benefit. We are not here criticizing the program. Some 
of it may be in the national public interest and some of 
it may not be. The point is that it is entirely selfish— 
and so is practically every such program, transportation 
or otherwise, put forth by any community, interest, or 
individual. How, in face of this fact, is the public 
interest ever to be conser'ved in transportation or other- 
wise, assuming that the stronger conquer the weaker in 
advocacy of this or that program? We can think of no 
way but by a return to the Republican form of govern- 
ment provided in the Constitution of the United States, 
but all but forgotten—a system by which our representa- 
tives in Congress and the Senate are chosen by reason of 
their superior knowledge and ability to do what seems 
to them best for the nation and not what their particular 
constituents would like to have done for them—and the 
application of that system to consideration outside of 
Congress of national affairs under discussion. What Chi- 
cago wants and what New York wants are often two en- 
tirely different things; often the public interest does not 
lie with either of them; the one able to exert the most 
influence in Congress wins; how shall justice and fair- 
ness be established ? 


MOTOR TRANSPORT CERTIFICATES 


HE decision of the Illinois commission denying a 

certificate of convenience and necessity to the Keeshin 

Motor Express Company, now operating as a contract car- 

rier and desiring to do so as a common carrier, under 
(Continued on page 210) 
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Current Topics in 
Washington 





Addressing the New York Bar 
Association, Attorney-General Mitch- 
ell, on almost the eve of his re- 
tirement from office, pointed out, by 
inference, Why the Hoover adminis- 
tration had found it impossible to 
suggest a revision of the anti-trust laws that would have any 
chance of adoption by Congress or toleration from the people. 
That administration, it was thought, would give that sort of 
relief to business. 

Price-fixing by the government, he indicated, would have 
to come as a supplement to a modification of the anti-trust 
laws permitting combinations, even in the so-called natural 
resource industries. Under any legislation conditionally remov- 
ing the ban on combinations now forbidden by law, he said, 
the determination of the question whether the combination 
resulted in extortion or oppression of the consuming public 
would have to be left to some governmental agency, such, for 
instance, as the Federal Trade Commission, which could approve 
the combination in advance and withdraw its approval at any 
time if it were found to result in unreasonable exactions from 
the public. 

“Whatever method might be adopted,” said he, “a departure 
from the competitive system would require us to face the 
necessity for further projecting the government into control 
and supervision of business. As a permanent legislation policy 
it seems unlikely that the people of this country are in a 
frame of mind to be satisfied with any plan which would allow 
some commission, board, or bureau in Washington to be pass- 
ing on the reasonableness of prices to be paid throughout the 
land for necessary or useful commodities.” 

In that, he added, lay the inherent difficulty. All the dis- 
cussions by institutes, chambers of commerce, bar associations, 
professors, and economists, he said, had thus far failed to 
bring forth a solution in the form of concrete legislative pro- 
posals for fundamental changes in the anti-trust laws meet- 
ing general acceptance. 

Further practical difficulties in the way of legislation, he 
thought, were to be found in differences of opinion in Congress 
and in obstacles to obtaining a sufficient number of that body 
to accept any legislation modifying the anti-trust laws. 

“If the executive branch had been able to devise any legis- 
lation satisfactory to it,’ said he, giving a punch to his re- 
marks, “it would have gone to the Congress tagged as an admin- 
istration measure which, in itself, would have invited political 
opposition as well as opposition on the merits. With all these 
complications, it has seemed obvious that, if any legislative 
relief has been desirable or even possible, it could be found 
only through congressional initiative.” 

Congressional initiative not having reared itself in the 
four years of the Hoover administration, the era that was 
expected to furnish relief for statute-harassed business will 
come to an end in four weeks without change having been made 
in the anti-trust enactments of 1890 and 1914. Of course, there 
are other anti-trust statutes, but the two mentioned are, accord- 
ing too many, the old men of the sea riding on the backs of 
business. 


Amending Anti-Trust 
Laws Too Much for 
Hoover Administration 





Use of alcohol as an ingredient 
in motor fuel may become a major 
proposition in the next Congress. 
Representative Hall, of Illinois, has 
prepared a bill making it compulsory 
to use alcohol in combination with 
gasoline. While Iowa got the first publicity in this revival of 
an old thought (see Traffic World, Jan. 7, p. 11), Gridley, IIl., 
was the first, so far as known, to suggest enactment of legis- 
lation requiring users of motor vehicles to help the farmer by 
burning alcohol as part of the fuel ration. The bill, when in- 
troduced, probably will be urged on two grounds. The first 
Will be that the farmer needs help. The second will be that, 
by using alcohol, the country will conserve petroleum, generally 
called an irreplacable natural resource. 


Alcohol as an Addition 
to Gasoline Being 
Taken Seriously 
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Compulsory use of alcohol, it is believed, could be brought 
about by the enactment of a statute placing a tax of four or 
five cents a gallon on unadulterated gasoline, with no tax on 
gasoline to which, say, five per cent of alcohol had been added. 
Such a measure, it is believed, could be called a revenue meas- 
ure, though the primary purpose would be to compel the use 
of alcohol as a measure of farm relief. 

Colored oleomargarine is kept off the market generally by 
the imposition of a tax so high that there is little inducement 
for the public to buy it in competition with butter. The general 
thought is that compulsory use of alcohol in gasoline would 
add two or three cents a gallon to the cost of motor fuel. Some 
of the experimenters say that the addition of alcohol would 
increase the mileage obtained from the fuel as well as improve 
the anti-knock rating of it. 

In many foreign countries the law requires the use of a 
blend of alcohol and gasoline as a measure for the relief of 
grape and sugar growers and a step toward self-sufficiency in 
the matter of motor fuel supply in case of war. 

Ribald persons have suggested that such a statutory re- 
quirement would be a great boon to the illicit liquor industry. 
It is alleged to be relatively easy for a “cooker of denatured 
alcohol” to break a union of gasoline and alcohol. 





History, as it is sometimes hurriedly 
written for newspapers, may hurt the 
eyes but will make the lips smile. For 
illustration, consider the following, which 
appeared in The Washington Evening Star 
January 31, the day of the retirement of 
rear admirals Jehu V. Chase and Frank M. Schofield, who were 
appointed to the Naval Academy in 1886: 


Poor Old Monitor 
Not a Steam 
Warship at All 


Two of the Navy’s highest-ranking officers, who joined the 
service the year before the first steam warship was launched, 
retired today because of age. 


While the man who wrote that may have intended to say 
“modern steel warship,” the popular notion seems to be that 
the Monitor was the first metal ship. But that “cheese box 
on a raft,” completed early in 1862, was preceded eighteen 
years by the old Michigan, later the Wolverine. She was the 
one warship on the Great Lakes carrying the colors of the 
United States to represent the might and majesty of the Amer- 
ican navy allowed by the self-denying treaty between the 
United States and His Britannic Majesty limiting naval arma- 
ment to one ship on each side. Erie, Pa., was her home port. 
She went into winter quarters there when the lakes froze up. 
That gave the young officers and men time to court the belles 
of Erie to such an extent that that city vied with Vallejo, Calit., 
for the title, “Mother-in-law of the Navy.” 





In twentieth section application No. 
24, R. D. Tilt, alternate tariff publishing 
agent for southern railroads, has asked 
for permission to establish classification 
ratings on household goods in lift vans, 
the rates to depend on the value placed 
on the goods by the shipper, between Washington, D. C., and 
points in Southern Territory. 

Inasmuch as the rating is a “between” one, it can be used 
in bringing household goods into Washington—and back to 
the point of origin should it become necessary, painfully, of 
course, for “deserving Democrats” to return to their homes in 
the South. At this writing, the ratings do not appear to be 
of much value to those who will be fleeing Washington a 
month hence. There is a suspicion that the ones who will be 
bidding Washington farewell then will not desire to go into 
southern territory in large numbers. Ratings of third class, 
L. C. L., minimum 8,000 pounds, and fifth class, carloads, mini- 
mum 16,000 pounds, on a value limit of 10 cents a hundred 
pounds are proposed. 


Preparing for the 
Democratic Hegira 
to Washington? 





When those desiring copies of Exam- 
iner Earl M. Steer’s proposed report in the 
New York lighterage cases found it had 
been put into the Congressional Record by 
Senator Wagner, of New York, they re- 
joiced. They would be able to obtain copies 
of it at a cost lower than the price of 15 cents fixed for the 
document by the Commission. 

There was rejoicing, notwithstanding the fact that the 
senator violated the label law by describing the report as the 
“decision of the Interstate Commerce Commission on free 
lighterage in New York harbor’; and attached to it an edi- 
torial from the New York Herald Tribune, “viewing with alarm” 
what it called “a serious threat to the port.” 

Those anxious to obtain cheap copies of the proposed report 


The High Cost 
of Congressional 
Loquacity 
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were not exercised by the possibility that Senator Wagner’s 
action might create another such scandalous political discussion 
of a rate case as took place in Congress in the lake cargo 


coal rate case six or seven years ago. No. They thought only 
of obtaining copies easily and probably at a unit price lower 
than that quoted by the Commission. They remembered that 
the average price of the Congressional Record was about eight 
cents a copy, that publication being sold by weight, so much 
for a copy of such and such a number of pages and so much 
for an issue of such and such a number of pages. 

But the souls of the thrifty who hoped for a rate war, so 
to speak, between Congress and the Commission, were twisted 
with anguish when the Government Printing Office said that 
copies of the edition setting forth the words of Congress uttered 
January 30 would cost 18 cents—just three cents more than 
the price set by the Commission. 

Their legislative servants were able to talk so much 
January 30; between shaves, hair cuts, mineral water drinks, 
head and “tummy” ache tablets bought at the expense of the 
public, that they produced an edition of 137 pages. That was 
exclusive of the six pages included in every edition setting 
forth the Washington addresses of senators and representatives 
and other information of that sort about other branches of the 
government. That number of pages costs the constituent who 
has to buy the Congressional Record of that size just eighteen 
cents. 

Senator Wagner used from page 3023 to page 3061, inclusive, 
practically all in small closely set type, in the appendix in which 
the most common matter consists of speeches not actually 
spoken but inserted in the record under leave to print.—A. E. H. 


MOTOR TRANSPORT CERTIFICATES 
(Continued from page 208) 


the Illinois law, continues to be a topic of discussion in 
interested circles. 

The case is complicated and the decision is confus- 
ing. On the one hand, it would seem that the certificate 
should have been granted. Keeshin is a high grade opera- 
tor and furnishes an established service. If any motor 
truck operator is to have permission to operate, he should 
have it. We suppose that is granted. While his service, 
strictly speaking, is not “necessary,” though it may be a 
convenience, that, it seems to us, is rather a narrow in- 
terpretation of the word “necessity.” From that point of 
view, the telephone or the typewriter is not necessary. 
Under a more liberal and sensible interpretation, we 
should say, anything that makes for convenience and ef- 
ficiency in business is a necessity. Motor transport comes 
within that category. 

On the other hand, Mr. Keeshin’s statement, based 
on railroad opposition to his application, that the rail- 
roads are inconsistent—that they do not want regulation, 
but extermination, of the motor trucks—though natural, 
under the circumstances, is unwarranted. Though the 
railroads are selfish and highly regardful of their own 
interests, there is a certain justice in their position in 
this case. What they mean when they say they favor reg- 
ulation of motor trucks is, of course, not that they favor 
any sort of regulation—the Illinois kind, for instance— 
but that they are for equal regulation of truck and rail 
transportation. If Mr. Keeshin had a certificate under 
the Illinois law, he would still be offering the railroads 
unfair competition, they think. 

It may be said that we seem to be on both sides of 
this case. There are two distinct sides to it, as we have 
tried to point out. Nevertheless, we know how we would 
have decided it—unless there is some phase of it that has 
escaped our attention. We would have said that Mr. 
Keeshin, being a high grade motor transport operator, 
being first in the field with his application for permission 
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to perform a service that is actually being performed 
now by the railroads themselves, through the Railway 
Express Agency, and offering a service that, though not 
actually a “necessity,” is still a benefit to shippers and, 
therefore, a necessity to them, was entitled to a certifi- 
cate under the Illinois law. Then we would have pointed 
out that we had nothing to do with making the law—our 
duty was merely to administer it—and that, in our opin- 
ion, the law should be changed so that motor and rail 
transport would compete on equal terms. With this ex- 
pression of view Mr. Keeshin could have had no fault to 
find ; he himself is the head of a national organization of 
motor truckers that is trying to put through Congress a 
measure providing for absolute equality of regulation as 
between the trucks and the railroads. 

Just here the railroads, generally more than willing 
to “play policy,” may have “overlooked a bet.” It might 
have been worth while to conciliate Mr. Keeshin, even at 
the expense of losing a battle, in the interest of winning 
a campaign for real equalization of regulation. The 
national association of truck operators, of which Mr. 
Keeshin is the head, is favoring legislation that will 
place the railroads and the trucks on all fours with each 
other. The attitude of the railroads in the Illinois case 
might well alienate Mr. Keeshin to the extent that he 
might not continue to see things as he has seen them in 
the past. 

It would seem that, until this equality of regulation, 
dictated by every consideration of fairness and business 
sense, is established by law, we shall continue to be con- 
fronted by such embarrassing situations, decisions in 
which must be viewed, by one side or the other, as unfair 
and inconsistent. 


A TARIFF PUZZLE 


The following problem—‘“Find Rate on Gasoline, Carloads, 
from Tulsa, Okla., to Potosi, Mo.,” has been submitted to The 
Traffic World by one of its readers as a comment on the neces 
sity for tariff simplification: 


Formula 1. Check short line distance from Johanson’s Mileage 
Table 4B, I. C. C. 2434. To do this it is necessary to have a map 
and find Potosi so that the short line distance from Tulsa, Okla., to 
the point nearest to Potosi can be located. In Part 2, the short line 
distance is shown between Bismarck, Mo., and Tulsa, Okla. (443.4 
miles), and to this is added the distance from Bismarck to Petosi 
(17.7 miles) shown in Part 1, making a total of 461.1 miles. 

Formula 2. Indicate rate for distance (Item 385. Page 264, Johan- 
son’s Tariff 35U, I. C. C. 2422). The use of this table is authorized 
in Item 360 of same tariff and applies under the provisions of Items 
381, 375 and 378. 

Formula 3. Find out if point indexed on Page XXXIII. 

Formula 4. Locate nearest point to Potosi which is indexed 0 
Pages XX to XXXVII. ; 

Formula 5. Having located Mineral Point as the nearest point 
which is indexed, look up Index No. 8575 on Page 32 and note that 
Rate Basis C109 applies. 

Formula 6. Turn to Page XVIII and note that Tulsa Rate Group 
applies. 

oP Formula 7. Turn to Page 190 and note that Mineral Point (Rate 
Basis C109) is given a rate of 31%. _ : 

Formula 8. Check distance from Mineral Point to Potosi in Dis- 
tance Table 4B. _ 

Formula 9. Having found this to be 3.5 miles, turn to Item 325A, 
Supplement 12, and note that for 3.5 miles, an arbitrary of 4 cents 8 
added to the 311% cent rate to Mineral Point, making a total of 39 Mo | 
this rate being lower than the distance rate of 38 cents for 461.1 miles, 
is the going rate from Tulsa to Potosi, Mo. : 

Formula 10. To make sure that the rate we have found in accord: 
ance with the foregoing formula actually can be used, we must deter: 
mine whether or not a route is provided (see Item 120B, Suppimeen 
12 to Tariff 35U) and this requires the following operations. h 

Formula 11. Turn to Page XVIII and note that Tulsa on the 
A. T. & S. F. takes Route Group No. 31. , P 

Formula 12. Turn to Page 662 and note that Potosi, Mo., '§ 
given Index No. 23020. hat 

Formula 13. Turn to Pages 300 to 588 and on Page 494 note = 
from A. T. & S. F. Route Group No. 31 to Index No. 23020, Rout 


ded 


Numbers 302 and 332 apply. ; a 
Formula 14. Turn to Page 589 and note that a route is prov! 
which means that the 35% cent rate applies. 
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Decisions of Interstate Commerce Commission 





HOCH-SMITH LIVESTOCK 


ITH seven of its eleven members expressing separate views, 

the Commission, in No. 17000, part 9, Hoch-Smith live- 
stock, western district rates, 190 I. C. C. 611-66, on further 
hearing to bring the record down to date, has affirmed, with 
exceptions, its prior findings in 176 I. C. C. 1, prescribing maxi- 
mum reasonable rates on edible livestock throughout the west- 
ern district. The exceptions specifically dealt with, according 
to the Commission, are to correct or prevent abuses and to 
simplify the application of rates. 

Prior findings respecting the 85 per cent of the basic scale 
rates on stocker and feeder livestock have been modified to 
the extent that the carriers are not required to maintain such 
rates to points at which there are maintained public feed yards 
for livestock. At livestock slaughtering points and points in 
close proximity thereto application of the stocker-feeder rates, 
the report says, May be made contingent upon a subsequent 
rail haul within a reasonable time. 

A restriction intended to prevent or avoid abuses of the 
market-testing arrangement where sale in transit is not per- 
mitted so that shipments which have been stopped at a market 
at the shipper’s request and are forwarded therefrom without 
change of ownership shall be charged at the remainder of the 
rate applying through the market only upon'‘certification of the 
shipper or his agent that the livestock has not and will not 
be sold, or contract or arrangement or agreement for its sale 
entered into, while it is at the market. 

The rule for distinguishing between cattle and calves in 
the application of the rates prescribed in the prior report, based 
on the age of the animal (one year for calves) has been with- 
drawn. In its place the Commission has prescribed a rule say- 
ing that in no case shall the rates on calves in single-deck 
cars apply on animals weighing more than 450 pounds. There 
is also to be a rule that the charges on a single-deck carload 
of calves shall not exceed those which would accrue at a 
carload rate and minimum weight (or actual weight if greater 
than the minimum) applying on cattle. 

As to grouping, the order of June 8, 1931, putting into effect 
the rates, rules and regulations prescribed in the original re- 
port, has been modified to the extent that western trunk line 
railroads may use short-line distances and grouping determined 
by them in publishing rates in compliance with the Commis- 
sion’s decision in No. 17000, part 2, western trunk line class 
rates, for application between stations which are not public 
livestock markets, for distances in excess of 75 miles, provided 
that the rate to be applied between such groups shall not 
exceed a fair average of the rates prescribed in the order of 
June 8, 1931, between the points in the respective groups. 

Relief is granted in fourth section order No. 11135, super- 
seding fourth section order No. 10785, livestock between points 
in western district, so as to enable the long lines to meet the 
rates over the short routes subject to the customary circuity 
limitations, but not to the equi-distant clause and so as to per- 
mit the grouping hereinbefore mentioned. 

All changes made in this report are to be made by the 
carriers not later than April 10. Cancellations of stocker-feeder 
rates in accordance with the permission in this report are to 
be made on not less than statutory notice. 

The Commission came to the conclusion that in Nos. 19875, 
20179, and 20224, cases joined with the main proceeding, did not 
fall, in respect of reparation, within the scope of the holding 
of the Supreme Court of the United States in the Arizona 
Grocery case. To find otherwise, the Commission said, would 
mean that if a complaint attacking all the rates in the United 
States were to be filed, and the most meager kind of a record 
made, upon which it would be necessary for it to find that the 
Tates were not unreasonable, “we would thereafter be precluded 
from awarding reparation under any rate in the United States, 
no matter how unreasonably high it might be shown to be 
M another proceeding by other parties.” 

The original report in this case was based on a record 
closed in May, 1928. The decision was made June 8, 1931. To 
give effect, Says this report, not attributed to any commissioner, 
to the views expressed by the Supreme Court in A. T. & S. F. 
pe U. S., 284 U. S. 248 (the Hoch-Smith grain case), the Com- 
oe reopened the proceeding, Jan. 11, 1932, for further 
oa in all respects to bring the record down to date. The 

er issued in connection with the decision of June 8, 1931, 
Was continued in force, pending this hearing. 


“It will be seen,” says this report, “that the order did not 
reopen the proceeding for the purpose of reviewing the cor- 
rectness of the conclusions reached upon the evidence that had 
been submitted, but that the proceeding was reopened for the 
purpose of receiving evidence as to changed or new conditions 
which have arisen since May, 1928, in so far as those condi- 
tions may bear upon the lawfulness of the freight rates. Stated 
briefly, therefore, the issues herein are whether the changed 
economic conditions brought about since May, 1928, as they 
affect railroad operations or the livestock industry, necessitate 
a change in the rates or regulations prescribed and now in effect, 
and whether the rates or regulations prescribed have produced 
a revenue effect so different from that contemplated by us as 
to necessitate changes therein.”’ 


In support of a proposition made by the railroads that live- 
stock traffic did not adequately contribute to the production of 
net railway operating income, the Commission said the re- 
spondents submitted no evidence of a change for the worse 
in the situation since 1928. The carriers in the reopened pro- 
ceeding urged the Commission to adopt the scales proposed 
by them in the original proceeding. With respect to that phase 
of the matter, the Commission said: 


In view of the great increase in truck competition during the past 
few years, respondents contend that it is necessary for rate-making 
authorities to revise the views formerly entertained as to the con- 
ventional methods of making distance scales of rates by which they 
are made to “‘taper,’”’ that is, to have a decreasing rate of progression 
for the longer distances. The contention is that such scales are con- 
structed to provide a greater rate of return for the short hauls‘than 
for the longer hauls, and that since a substantial portion of the short- 
haul traffic is now permanently lost to the trucks, that fact should 
be given recognition by including a greater rate of return than was 
formerly included in the long-haul rates. Assuming, without decid- 
ing, that the principle contended for is sound as to rate scales cov- 
ering commodities materially affected by truck competition, it does 
not necessarily follow that rate scales formerly prescribed on such 
commodities must be reconstructed. Other considerations may out- 
weigh or offset this factor; as for instance, if it were shown that 
the cost of transportation had so decreased as to leave a large mar- 
gin of profit in the rates than when they were prescribed. 


As to the conditions of the carriers and the livestock in- 
dustry, the Commission, in part, said: 


The financial needs of respondents are due in no small measure to 
the staggering annual deficits resulting from passenger operations. 
Thus it is shown that in 1930 passenger and allied services in the 
western district failed by $44,497,041 to pay the operating expenses of 
such services, or, in other words, for each $1 derived from passenger 
and allied services these roads expended $1.1219 to defray the cost 
thereof. The freight operations on the other hand were profitable, 
having produced $588,897,446 more than the railway operating expenses 
assignable to such services; in other words, for each $1 derived from 
freight service these roads expended 64.40 cents to defray the oper- 
ating cost thereof. The freight services therefore were required not 
only to absorb the huge passenger deficit but also to bear a corre- 
spondingly larger share toward taxes and return on investment. 

Much information pertaining to agriculture as a whole was added 
to the present record. Such material related to gross and net income 
from farm operations, the purchasing power of the farmer’s dollar in 
buying the things he requires for production and consumption and in 
meeting his tax bill, declining land values, increased indebtedness, in- 
terest and tax delinquencies, foreclosures and bankruptcies among 
farmers, bank failures, etc. This evidence, so far as it can be ap- 
plied to the livestock industry, supports the conclusions hitherto 
reached as to the condition of the several branches of that industry. 
Other evidence of record indicates that adverse conditions are not 
confined to livestock or agriculture but, with few exceptions, are gen- 
eral throughout all industry. There is, however, insufficient evidence 
on which to rest a careful statement of the relative degrees of ad- 
versity being experienced by the several major divisions of the 
country’s industries. ‘ 

The economic condition of the livestock industry has a direct 
bearing upon a basic element in rate making, namely, what the traffic 
will bear, or in other words, the value of the service to the shipper. 

We have repeatedly held that the value of the commodity trans- 
ported has a direct bearing upon the value of the service rendered. 
The large reductions in the prices of livestock since 1928, as dis- 
closed herein ante, are of course directly reflected in the per car 
values of the livestock offered for transportation. 


One of the points made by the railorads with regard to 
short haul rates was the effect of trucking of livestock. On 
that phase of the case the report said: 


—— ee 


— 
The trucking of live stock has increased at a rapid rate since 
1928. In that year 16 large markets recieved 11,617,000 head of live 
stock of all kinds by truck and 64,357,000 head by rail. By 1931 the 
truck receipts had grown to 19,764,000 head while the rail receipts 
had declined to 63,024,000. The proportion of the 1931 receipts arriv- 
ing by truck ranged from 88.13 per cent in the case of Indianapolis 
to 7.24 per cent in the case of Chicago. The following table traces 
the growth of truck traffic into 16 markets for a period of years, 





PAGE 212 





showing truck receipts of live stock at 16 principal markets, 1916, 


1920, 1922, 1924-1931: 
Percentage of total receipts? 


Cattle Calves Hogs Sheep Total 
Percent Percent Percent Percent Percent 

Year 1.3 4.10 Lae 1.2 1.61 
Year 9.48 6.97 3.43 5.21 
Year 9.43 8.35 6.20 6.74 
Year 15.72 14.43 7.12 10.72 
Year 10.41 8.66 5.89 7.47 
Year 13.17 10.87 6.05 8.60 
Year 17.84 7.72 9.43 13.49 
Year 22.67 ‘23.81 10.73 18.05 
Year 28.61 28.86 12.79 21.85 
Year 35.46 34.38 14.00 25.56 
Year 44.91 42.98 17.01 31.39 





1“Drive-ins’’ are included in truck receipts, but these are a very 
small part of the total. The 16 markets are Chicago, Cincinnati, 
Denver, East St. Louis, Fort Worth, Indianapolis, Kansas City, Louis- 
ville, Milwaukee, Oklahoma City, Omaha, Portland, St. Joseph, St. 
Paul, Sioux City, and Wichita. 

Calves and hogs, which move over relatively short distances, 
figure more largely in the truck receipts than do cattle and sheep. 
The average distance which each class of live stock is trucked has 
materially increased in recent years. The average haul of trucked-in 
receipts at the South St. Paul market was 22 miles in 1924 and 41 
miles in 1929. The average distance traveled by trucks reaching the 
South Omaha market on January 5, 1931, was 73 miles and the maxi- 
mum distance 265 miles. Even longer hauls are not uncommon. 

The trucking of live stock rests in large part on the convenience 
and completeness of the service and the handling of smaller units than 
railroad carload-freight service. as the rates are quite generally 
higher than the carload rates of the railroads. 


The Commission said that while the evidence undoubtedly 
showed the desirability of additional revenue for the carriers, 
and the fact that for approximately one-third of their revenues 
they were dependent upon the products of farms, it did not 
establish that the edible livestock traffic was not paying its 
equitable proportion of the revenues or that it must be looked 
to as a source of additional revenues. 


Changed conditions disclosed by the record, the report said, 
did not warrant a finding that the rate levels prescribed were 
less than maximum reasonable levels, or, on the other hand, that 
they were in excess of reasonable levels. That declaration 
was followed by the affirmation of the prior findings, with the 
exceptions hereinbefore set forth. The exceptions were made 
with a view to increasing the revenues from livestock. 


Chairman Farrell, concurring in part, said he was unable to 
concur in the restrictions placed upon the stocker and feeder 
rates. He said they should either be canceled or applied to all 
pertinent shipments without discrimination as between destina- 
tions. He also said that as he understood the law, the fourth 
section relief granted ignored the equi-distant clause. 


Commissioner Eastman, also concurring in part, said he 
adhered to his separate expression in the original report, to the 
effect that there should be three rate levels in the western dis- 
trict, ‘with higher rates in two of them. He said there was 
doubtful justification for rates on stockers and feeders lower 
than on fat cattle. 

Commissioner Porter, concurring, said while still adhering 
to the view expressed in his dissent in the original report, to 
the effect that a rate level should prevail in western trunk line 
territory lower than in the southwest, he concurred in this 
report, because that issue was not in the reopened proceeding. 


Commissioner Lee concurred except in the failure to re- 
quire observance of the equi-distant limitation of the fourth 
section. 

Commissioner Tate, also concurring in part, dissented on 
the subject of stocker and feeder rates. 

Commissioner Brainerd, dissenting in part, disagreed with 
his colleagues on stocker and feeder rates. 

Commissioner Mahaffie dissented on the making of the same 
level of rates in western trunk line and southwestern terri- 
tories. The record on further hearing, he said, convinced him 
that the error on that point, made in the original report, was 
fundamental. 

This report also embraces No. 14190, American National 
Live Stock Association et al. vs. A. T. & S. F. et al.; No. 15565, 
Live Stock Traffic Association vs. A. & S. et al.; No. 15686, 
American National Live Stock Association et al. vs. A. T. & SF. 
et al.; No. 16113, Oklahoma City Live Stock Exchange et al vs. 
A. T. & S. F. et al.; No. 16131, Healy & Co. vs. A. T. & S. F. 
et al.; No. 19068, Northwestern Livestock Shippers Traffic League 
vs. G. N. et al.; No. 19785, Associated Meat Company et al. vs. 
T. & P. et al.; No. 20179, American Packing & Provision Co. 
et al. vs. U. P.; No. 20224, George C. Abell et al. vs. A. & S. et 
al.; No. 22716, W. K. Dickinson vs. A. T. & S. F. et al.; No. 22720, 
C. S. Fulton et al. vs. C. B. & Q. et al.; No. 22731, J. J. Lane vs. 
K. C. M. & O. of Texas et al.; I. and S. No. 2958, Stock Cattle 
from Wichita, Kan., to Kansas City, Kan.; I. and S. No. 2965, 
Cancellation of Rate and Restriction of Combination Rule on Stock 
Cattle; and I. and S. No. 3300, Stock Cattle from Iowa, Missouri, 
Illinois and Minnesota to Points West of Missouri River. 
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INDIANA COAL TO ILLINOIS 


The Commission, by division 4, in No. 23922, Sub-No. 2, 
Coal Trade Association of Indiana vs. Baltimore & Ohio et al. 
No. 23922, Siemer Milling Co. et al. vs. Pennsylvania et al., a 
sub-number thereunder, Thrall & Decker et al. vs. Same; No, 
24289, Farmers’ Grain Co. et al. vs. I. C. et al., a sub-number 
thereunder, Newman Grain & Lumber vs. B. & O. et al.; and 
No. 24346, Decatur Malleable Iron Co., Inc., vs. C. M. St. P. & 
P. et al., on reconsideration has prescribed a scale to be used 
in the making of rates not later than May 4 on coal from the 
Brazil-Clinton, Linton-Sullivan, Princeton-Ayrshire, and Boon. 
ville groups in Indiana to destinations in eastern central Illinois, 

In the original report, 185 I. C. C. 225, the Commission 
prescribed rates ranging in amounts from 60 cents a net ton 
for 10 miles and under to $2.10 for 300 miles and over 275. The 
scale prescribed on reconsideration begins with a rate of 65 
cents for distances of 10 miles and less, becomes 92 cents for 
the block between 40 and 50 miles; 127 cents for the block 
between 90 and 100 miles; 160 cents for the block between 14( 
and 160 miles; 180 cents for the block between 180 and 200 
miles; 199 cents for the block between 225 and 250 miles, and 
runs out with a rate of 215 cents for the block between 275 
and 300 miles. 

The case was reopened and reconsidered by the Commis- 
sion on its own motion, petitions to that effect by both conm- 
plainants and carriers being denied. Both sides were dissatis- 
fied with the method prescribed by the Commission for de. 
termining distances. They pointed out that in many instances 
the method was incapable of application for the reason that, 
as shown of record, there were no ‘joint or single line rates” 
in effect, and hence no “existing tariff routes” over which the 
distances could be computed in accordance with the finding. 

In this report on reconsideration the Commission found 
that for hauls exceeding 130 miles the rates under the scale 
prescribed in this report should be determined by the use of 
distances from each shipping point or potential shipping point 
within the territorial limits of the origin groups, as described 
in the original report, to each destination over the shortest 
route over which carload traffic could be moved without transfer 
of lading and that for hauls up to and including 130 miles, the 
rates under the scale should be determined by the use of dis- 
tances computed over the shortest existing tariff routes, pro- 
vided, that in those instances where there were no joint or 
single-line through rates in effect, distances should be computed 
under the transfer-without-lading rule; and provided further 
that in each case the Brazil-Clinton, Linton-Sullivan, Princeton- 
Ayrshire and Boonville groups might be continued by defend- 
ants with rates therefrom based on the average of the distance 
from the shipping points or potential shipping points within the 
territorial limits of each of the groups, determined by the 
methods hereinbefore set forth. 

The Commission further found that the railroads might in 
their discretion comply with the findings by the publication of 
rates in accordance therewith only to junction point destina- 
tions, rates to local points to be made not in excess of the 
highest rates to the junction point immediately on either side 
thereof. It said that to the rates prescribed herein might be 
added the authorized emergency charges. 

Commissioner Eastman, dissenting, said he could see no 
sufficient reason for increasing the rates for the future over 
the sale prescribed in the original report, particularly in view 
of conditions now prevailing in the coal industry dnd in so far 
as such conditions had a bearing on the value of the service 
to the shipper. He devoted the main part of his dissent, how- 
ever, to a discussion of the Arizona Grocery Case, 284 U. 8. 
370, which was cited in the original report as reason for deny- 
ing reparation. In this report the Commission said it concluded 
that neither that nor another case cited in that report was 
controlling in this case. Commissioner Eastman said he was not 
persuaded that reparation should be denied in this case. He 
said that the denial in the original report in which he had 
joined was ill-considered, as the majority now conceded. He 
said the majority did not, however, state the reasons why it 
was ill-considered. In his dissent he undertook the task which, 
he said, the majority had not discharged. 


COMMISSION REPORTS 


Sodium Phosphate 
No. 25057, C. B. Fleet Co., Inc., vs. C. R. of N. J. et al. BY 
division 5. Rate, sodium phosphate, carloads, Carteret, N. J. 
to Lynchburg, Va., unreasonable to the extent it exceeded 36 
cents. Reparation awarded. ? 


Gasoline 


No. 25319, Cole Brothers vs. D. & R. G. W. et al. By divi 
sion 5. Rates, gasoline, Casper, Wyo., and Wichita, Kan., t0 
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Pando, Colo., unreasonable to the éxtent they exceeded 63 cents 
from Casper and 70 cents from Wichita. Reparation awarded. 


Grapefruit 
No. 24694, Shreveport Chamber of Commerce vs. Clyde 
Steamship Co. et al. By division 2. Failure of defendants to 
publish and apply a water-rail rate of $1.84, which was lower 
than the one applied, carload of grapefruit, New York, N. Y., 
to Shreveport, La., unreasonable. Applicable second class rate 
6f $1.88 collected. Reparation of $9.40 awarded. 


Dressed Hogs 


No. 24767, Traffic Bureau, Chamber of Commerce of Mitchell, 
§. D., et al. vs. C. M. St. P. & P. and sub-number, Same vs. 
Same. By division 3. Dismissed. Rate, dressed hogs, Mitchell, 
8. D., to Austin, Minn., not unreasonable or unduly prejudicial. 


Hogs 
No. 25165, Cudahy Packing Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Rates, hogs, Wichita, Kan., to Los An- 
geles, Calif., not unreasonable. 


Lard, Etc. 


I, and 8: No. 3769, lard substitutes in the southwest, atid I. 
and S. No. 3850, lard substitutes in the southwest (2). By di- 
vision 3. Reduced rates, lard (except leaf lard), lard com- 
pounds, lard substitutes, and cooking oils, points in north Texas 
and points grouped therewith, to Kansas City, Mo.Kan., and 
points intermediate to Kansas City, proposed by the Louisiana, 
Arkansas & Texas and the Kansas City Southern, found justi- 
fied, orders of suspefision vacated and proceedings discontinued. 
The reductions were proposed on account of fourth section 
complications. They were suspended upon protest of a St. Louis 
shipper which alleged that undue prejudice would result to it. 
The Commission said that so far as the record showed, the 
protestant would continue to ship to the déstinations involved 
by truck and that there was no basis for a finding that the re- 
lationship between the proposed rates and the rates by rail from 
St. Louis, which the protestant did not and would not use, 
would in fact subject it to undue prejudice, 

_ Dried Beans, Etc. 

No, 25181, Lexington, Ky. Board of Commerce vs. Alton, and 
1. and S. No, 3748, potatoes, inter-mountaiti territory to Ken- 
tucky. By division 3. Rates, dried beans, dried peas, melons, 
potatoes and fresh vegetables, in straight and mixed carloads, 
points in Colorado, Idaho, New Mexico, Utah and Wyoming to 
Lexington, Ky., involved in the complaint case, unréasonable, 
over the direct routes through Louisville, Ky., to the extent that 
they exceed the corresponding rates to Cincinnati, O., and that 
the rates assailed over routes through Cincinnati, unreasonable 
for the future to the extent they may exceed the rates to 
Cincinnati by more than five cents a hundred pounds. Sched- 
ules in the suspension case, taming rates to Lexington, Walton 
and Georgetown, Ky., found not justified, without prejudice to 
the filing of schedules in conformity with the findings in the 
complaint case. Compliance with the findings herein, the Com- 
mission said, would remove any existing undue prejudice of 
which complaint had been made. Findings are without prejudice 
to any different findings that might be made in No. 21373, Com- 
monwealth of Kentucky vs. A. & W., now pending. 


Fuller’s Earth 


I. and S. No. 3783, fuller’s earth on Atlanta & St Andrews 
Bay Railway. By division 3. Proposed rates, fuller’s earth, 
between points on the Atlanta & St. Andrews Bay not justified. 
Schedules ordered canceled and proceedings discontinued. Pro- 
posal was to establish.a rate of $1 a net ton from Dothan, Ala., 
: Panama City, Ala., and 90 cents from Cottondale, Fla., to 
anama City, for the carriage of fuller’s earth which the Com- 
mission said was not produced on the rails of the proposing 
carrier. The Seaboard Air Line protested and caused the sus- 
pension of the tariff. The Commission said that if the proposed 
rates were made on the basis of rates established by the car- 
— effective October 1, 1932, they would be $1.58 from Cot- 
ee and $2.31 from Dothan to Panama City. Commissioner 
, oa Oe said he thought the finding of nonjustification 
mes _ without prejudice to the establishment of rates which 
ae ——- related to those from the producing points to 

Box Shooks 


seamen 23761, Eastern Box Co. vs. B. & O. et al. By the Com- 

_ poe ge reargument, finding in former report, 182 I. C. 

(Wan at the carload rates on box shooks from Baltimore 

an gers Point), Md., to Jersey City, N. J., and Chester, Pa., 
© unreasonable, and awarding reparation, affirmed. 


O., N. M. & P. CLAIMS 


meee Oklahoma, New Mexico & Pacific, through T. Cox, its 
ant general manager and auditor, acting as liquidating 
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agent for the carrier that sold its physical property and ceased 
operation on Oct. 16, 1926, has renewed a notice, first issued 
on June 18, 1931, to the effect that it would not pay claimants 
or railroads any future amounts arising from reparation awards 
made by the Interstate Commerce Commission or any claims 
presented by claimants. 

In his renewal of that notice Mr. Cox said the action was 
due to the Commission finding, in Finance No. 3873, that the 
company had excess earnings of more than $400,000 for the 
period from March 1, 1920, to Oct. 15, 1926. He said the Com- 
mission had refused to recognize as deduction from the excess 
earnings all claims which the company had paid subsequent 
to Oct. 15, 1926. Therefore he said all carriers should take 
notice that they were not to pay any amount for the Okla- 
homa, New Mexico & Pacific and should notify claimants ac- 
cordingly and allow them to handle the matters directly with 
the Oklahoma, New Mexico & Pacific. 

The finding to which Mr. Cox referred was a tentative one. 
A final decision has not been made. 


N. Y. C.-D. & H. DIRECTORSHIP 


An interlocking directorship case, more complex than any 
yet considered by the Commission, will be created, it is be 
lieved, when, as expected, L. F. Loree, president of the Delaware 
& Hudson and chairman of the board of the Kansas City South- 
ern, asks the Comniission to assent to his becoming a director 
of the New York Central, in which the corporation that owns 
thé Delaware & Hudson Railroad recently acquired nearly 10 per 
cent of its stock, at a cost of about, $10,000,000. No application 
has yet been filed. 

Informally the question has been brought before division 4 
by Mr. Loree and F. E. Williamson, president of the New York 
Central. In a conference they had with members of that divi- 
sion, on Feb. 1, Mr. Williamson said the New York Central de- 
sired Mr. Loree, as the representative of a large proprietary 
interest and as an experienced railroad operating man, to serve 
on the New York Central and give it the benefit of his experi- 
enee. Mr. Loree assented to the request. 

How soon the matter would be formally presented was not 
indicated to the members of the division. 

One of the questions that will be presented in the applica- 
tion is created by what is understood to be the fact, namely, that 
the recent purchase of New York Central stock was by the 
Delaware & Hudson Corporation, the company that holds the 
stock of the railroad of that name, and other property. 

Another is as to whether a railroad that has been treated 
in the eastern railroad consolidation case as a bridge line lead- 
ing irito New England and which is on record as being desirous 
of retaitiiiig its independence, should be connected, by common 
directors, with one of the trunk lines which itself owns a line 
into New England. 

They are new qttestions in the administration of the inter- 
locking directorship part of the law by the Commission, at least 
in the aspects that are expected to be the most prominent in 
the case that is probably being created. 





UNION PACIFIC UNIFICATION 


The Commission, by division 4, in Finance No. 9422, Union 
Pacific Railroad Co. unification, has found to be in the public 
interest the proposed acquisition by the Union Pacific of con- 
trol, by lease, of the railroads and properties of its subsidiaries, 
the Oregon Short Line, the Oregon-Washington Railroad & Navi- 
gation Co., the Los Angeles & Salt Lake and the St. Joseph & 
Grand Island, upon condition that the applicant obligate itself 
to acquire designated short lines if the Commission finds such 
acquisition to be in the public imierest. The condition relates 
to the Laramie, North Fork & Wéésterz and the Pacific & Idaho 
Northern, having a mileage of about 20». 

According to the report the applicant and the four sub- 
sidiaries, for many years, had been operdatea under common 
control and management, although maintaining gx Darate opera- 
tion organizations and rendering separate operating 7eports to 
federal and state commissions. 

Savings of about $600,000 a year, it was estimated, wold 
result from the proposed acquisition, which would be under 
leases extended from year to year. Representatives of the 
employes of the Union Pacific, the report said, contended that 
while the proposed unification would result in economies it 
would also result in the unemployment of a large number fo 
employes. In view of the economic conditions, the employes 
asked the Commission to consider deferring authorization of 
the unification. 

Imposition of the condition, the Commission said, was not 
to be construed as any determination of the questions of public 
convenience and necessity that would be involved in acquisi- 
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tion of the short lines and would arise in ancillary proceedings 
involving such acquisitions. 

Commissioner Mahaffie, dissenting, said that the condition 
placed an obligation on the Union Pacific but none on the in- 
tervening short lines. He said that at the argument counsel 
for the Union Pacific had announced that the executive com- 
mittee of the Union Pacific had adopted a formal expression 
of its judgment that it would be unjustifiable for the com- 
pany, under present conditions, to make such an agreement 
as was now required. He added that if the company continued 
that view the saving in expense would not be made and that 
economy in railroad operation was of natoinal concern. 

Commissioner Eastman, concurring and answering Com- 
missioner Mahaffie’s dissent, said that the Union Pacific was 
not an impecunious carrier, even under present conditions. 
He said that if the Union Pacific wished to surrender the 
opportunity of substantial economies because of the possibility 
of its being required to buy the short lines, that was its 
responsibility and privilege. 


EXCESS INCOME ORDER VACATED 


The Commission, by division 1, in Finance No. 6346, excess 
income of Carolina & Northeastern Railroad Co., upon recon- 
sideration of its order of Oct. 30, 1931, entered in this case, re- 
quiring the carrier to pay to it excess net railway operating 
income of $1,496.62 received by the carrier between Sept. 1, 
1920, and Dec. 31, 1925, inclusive, has vacated, set aside and 
canceled that order. The excess was determined in a tentative 
report. 

Setting aside, vacating and canceling was not done because 
the Commission had changed its mind but simply because the 
carrier went into the hands of a receiver and its assets were 
sold by order of the court. When the sale was completed all 
the money realized was needed to cover the costs of the bank- 
ruptcy proceedings. So far as men of the Commission handling 
excess income matters could recall, this was the first instance 
in which the Commission had been forced, by bankruptcy, to 
set aside an order. 


U. P. DIRECTOR ON N. Y. C. BOARD 


A memorandum in Finance No. 6930, Sub. 2, application of 
F. W. Charske, for an order authorizing him to become a direc- 
tor of the New York Central notwithstanding the fact that he 
is a director and chairman of the executive committee of the 
Union Pacific, reveals that Director Sweet, of the Commission’s 
Bureau of Finance, has suggested that Mr. Charske’s applica- 
tion be withdrawn as not conforming with the views of the 
Commission in respect of common directorship as expressed in 
Consolidation of Railroads, 159 I. C. C. 523, and in the case of 
Frank C. Rand, 175 I. C. C. 587. 

The memorandum in support of the application points out 
that for many years the Union Pacific has been represented in 
the directorate of the New York Central by reason of its hold- 
ing of 200,000 shares of New York Central stock having a par 
of $20,000,000. It also points out that the Commission in other 
applications has approved the common directorshivs. The 
memorandum asserts that the Union Pacific holding has been 
the largest single holding in the New York Central. No ques- 
tion has ever been raised and none can be raised, says the 
memorandum, as to the propriety of that investment. 

“The Union Pacific cannot be deprived of the voice in the 
affairs of the New York Central to which its ownership of this 
stock entitles it. It should not be deprived by operation of the 
Commission’s veto power of the privilege of a direct particina- 
tion in the management of the company through having a rep- 
resentative on the board of directors. By reason of its large 
stock holding such representation may well be considered a 
duty and not merely a right. While the Union Pacific has 
always regarded this representation as important, it has never 
in the past been as important as it is at the present time. The 
New York Central is one of the large svstems which have suf- 
fered severely from the business depression. It is confronted 
by serious problems. The Union Pacific believes that its ren- 
resentative on the board of the New York Central can render 
valuable assistance in determining the policies to be pursued 
in the administration of the affairs of that svstem.” 

The memorandum contends that the application is not ob- 
noxious to the principles laid down in the Rand or Consolida- 
tion cases, about competing and connecting railroads. It rec- 
ognizes, however. it says. that the anplication is not in accord 
with the principle as more broadlv stated in the Commission’s 
1932 annual report. It savs the fact that another person is now 
nronrosed as a common director of the two systems does not 
involve the creation of any new relationship between them. 
The provosal is that Mr. Charske shall take a directorshipv from 
which Charles B. Seger is expected to resign, due to the latter’s 
retirement from active railroad service. 
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WESTERN CLASS RATES 


Eastern shippers had an opportunity to be heard, January 
24-26, on the proposals made by the railroads in No. 17,000, part 
2, western trunk line class rates, in the part of that case re- 
opened on October 28, 1932, by Examiners W. J. Koebel and 
P. C. Paulson in New York. At the conclusion of that hearing 
it was announced that there -would be a further hearing, at the 
Hotel Nicollet, in Minneapolis, Minn., February 13. Generally 
the shippers offered opposition to the carrier proposals. They 
urged either a continuance of the present adjustment, which 
was made in purported compliance with the decision of the 
Commission in 164 I. C. C. 1, and supplemental reports, which 
became effective December 3, 1931, or bases designed to pre- 
serve or reduce the existing level of rates. They expressed 
divergent views as to the classification to be observed for the 
governing of the interterritorial rates. 

Increased diversion of westbound traffic from the railroads 
to motor trucks or water lines, the shippers indicated, would 
follow an increase in rail rates to western trunk line territory. 
Connecticut shippers, in particular, gave warning of such an 
effect. 

The railroads proposed, generally, no changes within west- 
ern trunk line territory in zones or rates up to 500 miles. Be- 
yond 500 miles they proposed an increase in the progression of 
the scale. In sub-zone 3 in Wyoming they proposed, as a basis, 
120 per cent of reconstructed scale 3 to replace the flat scale 3. 

Their interterritorial proposal was to restore the combina- 
tion basis for use between western trunk line territory and that 
part of official territory east of the Ilinois-Indiana line. West- 
ern factors under that proposal would be made under the pro- 
posed reconstructed scale from the lowest rated crossing, the 
factor to be used in making rates via all crossings. As the 
eastern factors, they proposed the rates in effect on December 
2, 1931, applied as proportionals to and from the crossings with 
the rates prescribed in the eastern class rate revision held as 
maximum, the eastern factors to be governed by the official 
classification. 

The proposal as to rates to and from the Twin Cities, Du- 
luth and that part of Wisconsin in western trunk line territory 
was to retain the existing first class rates that became effective 
December 3, 1931, subject to official classification. They are 
now subject to western classification. 

Between central freight association territory, Indiana, 
southwestern Michigan, also Louisville, Ky., and St. Paul, Min- 
neapolis, Minnesota Transfer and the upper peninsula of Mich- 
igan the proposal was to restore the rates in effect on Decem- 
ber 2, 1931. 

Another proposal was to abolish extended Zone C in Wis- 
consin and consider it as part of western trunk line Zone 1. 

Among the witnesses heard by Examiners Koebel and Paul- 
son were: Norris W. Ford, traffic manager of the Connecticut 
Manufacturers’ Association: Harold W. Browne, assistant traf- 
fic manager of the Yale & Towne Manufacturing Co., Stamford, 
Conn.: Walter L. Bell, for the North & Judd Manufacturing 
Co., New Britain, Conn.: Jesse F. Atwater, traffic manager of 
the American Hardware Corporation of New Britain, Conn.: 
W. H. Bruche, general traffic manager of McKesson & Robbins 
of Bridgenort. Conn., and New York: James C. Davie, repre- 
senting the Tlluminatine Glassware Guild and the Commercial 
Traffic Managers of Philadelphia, Pa.: Josiah D. Greene, repre- 
senting the Northwestern New York Traffic Conference. New 
York paper companies and the Greenwich, Conn., Chamber of 
Commerce: William A. Moore. general traffic manager, New 
Jersey Zinc Co.: George F. Hichborn. general traffic manager 
of the United States Rubber Co.: Samuel H. Williams. trans- 
nortation and commerce commissioner of the Philadelvhia 
Chamber of Commerce: Charles J. Flagg, traffic manager of the 
Newark, N. J.. Chamber of Commerce: 1. M. Davison, traffic 
manager, American Pulley Co.. Philadelphia: W. H. Dav, trans- 
portation manager, Boston Chamber of Commerce: A. C. Welsh, 
Shinners’ Conference of Greater New York: O. R. Peterson. 
traffic manager. Bav Co.. Bridgeport. Conn.: 7. 7. Stack. traffic 
manager, Remington Arms Co.. Bridgeport. Conn.. and Tlion. 
N. Y.: and W. F. Price. traffic manager, J. B. Williams Co.. 
Glastonbury, Conn. 


BOND MARKET BETTER 

Asserting that conditions in the bond market were now 
more favorable than thev were at the time of its original an- 
vlication. Finance No. 9374. apnvlication for an order authoriz- 
ing the Cincinnati Tnion Terminal Co. to issue $12.000,000 of 
its first mortgage 5 per cent gold bonds. series C. that comnanv. 
in a supvlemental netition. said it was about to conclude a 
contract for the sale of the issue to J. P. Morgan Co. and Kuhn, 
Loeh & Co. at 97.5 ner cent of par and accrued interest. 

The company said that out of the nroceeds it nronosed to 
repay the money borrowed from the Reconstruction Finance 
Corporation and complete its station facilities at Cincinnati, O. 
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Proposed Reports in I. C. C. Cases 





NEW YORK LIGHTERAGE CASES 


NEW and what some probably will regard a revolutionary 
A rate structure for traffic to and from New York and parts of 
New Jersey has been proposed by Examiner Earl M. Steer 
in what he calls the Lighterage Cases, composed of No. 22824, 
State of New Jersey vs. New York Central et al., No. 23040, 
New Jersey Traffic Advisory Committee vs. Same, and No. 
23327, City of Boston et al. vs. Same. 

Abolition of free lighterage and other accessorial services 
or allowances in lieu thereof in and around New York and 
the substitution therefor of a charge of 60 cents a ton on 
ordinary freight and 30 cents a ton on bulk grain, stated in 
sums of three cents a hundred on ordinary freight and one and 
a half cents on grain, published as charges in addition to line- 
haul rates constitute the central fact in the proposed adjust- 
ment. Removal of undue preference for New York and undue 
prejudice against New Jersey and Boston, Mass., on findings 
proposed by the examiners is the object to be accomplished. 

Examiner Steer said the three cases were closely related 
because they were all based to a large extent on the terminal 
services performed at New York. New York interests, to pro- 
tect themselves, intervened in the cases. Complainants also 
intervened in each others’ complaints. They were heard to- 
gether. The New York interveners, Steer said, requested that 
the Boston case be heard separately from the two New Jersey 
cases. Steer said that while the New Jersey complainants did 
not express themselves, the Boston complainants opposed the 
request. It was also opposed, he said, by the trunk lines. 
Separation, he said, would have necessitated a duplication of 
much of the record and made it less convenient for the Com- 
mission to hear and dispose of the cases. The request, he said, 
was denied by the Commission, although separate hearings 
were held to receive the evidence of the New Jersey and Boston 
complainants, as Well as that of the defense. 

The New Jersey state complaint, according to the examiner, 
attacked the freight rates of every description between points 
in New Jersey as compared with rates between New York City 
and points within the free lighterage limits of New York Har- 
bor, on the one hand, and points throughout North America, on 
the other. All were alleged to be unreasonable, unduly preju- 
dicial to New Jersey and unduly preferential of New York and 
points within the lighterage limits. The complaint, Steer said, 
covered all-rail rates to and from New York as well as those 
from and to New Jersey points but, he added, some of the 
allegations were based on the terminal services performed at 
New York Harbor by car float, lighter and motor truck. The 
performance of such services and others incidental thereto at 
defendants’ cost and expense, or the giving of allowances 
therefor, while refraining and refusing to do so at points in 
New Jersey, were alleged to be in violation of the second and 
third sections of the interstate commerce act. 

The maintenance of the same rates where lighterage, car- 
float and trucking services were performed as where such 
services were not performed, was alleged to be unduly preju- 
dicial to New Jersey points and unduly preferential of New York. 
The examiner said that the inclusion in the rates between 
New York Harbor points and points in New Jersey of certain 
factors or amounts ‘as compensation for lighterage and car- 
float service while no such separate factors were included in 
the rates between New York and points west of the Delaware 
River was also alleged to be unduly prejudicial to New Jersey 
points and unduly preferential of New York and points west 
of the Delaware. The giving of the allowances in lieu of 
the performance by the trunk lines of accessorial services of 
the sort mentioned was alleged to violate scetion 4. Free lighter- 
age in New York Harbor was specifically assailed, said Steer, 
aS an unlawful practice in violation of sections 2 and 3. The 
failure to publish separate charges for lighterage and truck- 
ing was alleged to be in violation of section 6 (1). 

New Jersey points, it was alleged, were being deprived of 
the natural advantages of their location in comparison with 
New York. It was further alleged that the developmen‘ 
New Jersey was being retarded by reaosn of these violations 
of the interstate commerce act and that the ports of one state 
were being preferred thereby over those of another in violation 
of Article I, section IX, clause 6, of the Constitution of the 
United States. 

The New Jersey Advisory Committee complaint, speaking 
for municipalities, chambers of commerce, shippers and re- 


ceivers of freight, attacked, as unreasonable, the freight rates 
between points in New Jersey for rail origin or delivery, on 
the one hand, and points reached via rail-ocean and rail-ocean- 
rail routes to, from and through Savannah, Ga., New Orleans, 
La., and Galveston and Houston, Tex.; points in New England, 
points on the Long Island Railroad and points in that part of 
New York north and east of Utica, N. Y., and all other points 
in official territory outside of Canada, on the other. It as- 
sailed the rates as being unduly prejudicial to New Jersey 
points and unduly preferential of the compared points as follows: 
Between points in New Jersey as compared with New York 
and points within the lighterage limits of New York Harbor, 
also Philadelphia, Pa., and Baltimore, Md., on the one hand, 
and other points throughout North America, on the other; be- 
tween rail points in New Jersey as compared with New York 
City on the one hand, and points reached via the rail-water 
routes, on the other; and between rail points in New Jersey as 
compared with Philadelphia on the one hand and points in 
New England on the other. 

The Boston complaint, Steer said, attacked all the freight 
rates applicable on export, import, coastwise and intercoastal 
traffic moving between the port of Boston as compared with 
New York and other north Atlantic ports, on the one hand, 
and points in the United States and Canada on the other. 
Such rates to and from Boston and adjacent communities were 
alleged to be unreasonable, both absolutely and relatively, and 
the port differentials or relationships were alleged to be un- 
duly prejudicial to Boston and unduly preferential of the other 
north Atlantic ports. Steer said that allegations similar to 
those in the title case were also made in the Boston case as 
to lighterage, trucking and other accessorial services. The 
Constitution, the Boston complaint alleged, as did the title 
case, was being violated by reason of the assailed rate struc- 
ture. Boston also attacked the New York storage-in-transit 
privilege and demurrage provisions as favoring New York. The 
New Jersey state complaint asked for the issuance of a cease 
and desist order, the establishment of reasonable rates and the 
publication of separate charges for the accessorial services. 
The New Jersey Advisory Committee complaint merely asked 
for a cease and desist order and the establishment of reason- 
able rates. 


The Boston complaint, however, in addition to asking for 
the formal cease and desist order, asked that the Commission 
prescribe reasonable rates and differentials to and from Boston 
and other north Atlantic ports, using the minimum rate power 
if necessary; and the publication of separate charges for the 
accessorial services at New York and other north Atlantic 
ports. 

Examiner Steer, describing the lighterage service, said 
that it was performed by all the trunk lines serving New York 
Harbor, being first established by the lines whose rails ter- 
minated on the New Jersey side of New York Harbor before 
the inauguration of car-float service and when they had no 
other way of reaching New York. The New York Central, the 
rails of which reach Manhattan Island, soon found, said the 
examiner, that lighterage gave the other lines such an ad- 
vantage in reaching points about the harbor where its rails did 
not extend that it also adopted the practice to meet competi- 
tion. He defined lighterage as a service performed beyond 
railroad terminals, that is, to and from points not reached by 
the carrier’s rails and which were not regular stations. In 
that respect, he added, it differed from car-float service which 
was maintained from and to regular stations or team tracks, 
except the relatively small amount of car floatage substituted 
for lighterage. He said-it also differed from car-float service 
in that it involved breaking of bulk in transit, as the freight 
had to be transferred by the railroad between cars and lighters 
and again handled by it between the lighters and piers or 
ship’s sling when it was to be forwarded by water. He said 
that free lighterage was analogous to store-door delivery in 
that a pick-up and delivery service was accorded at points not 
reached by the carrier’s rails and which were not regular 
stations. Treatment of lighterage in that aspect resulted in 
a review of store-door and related cases. Lighterage at ports 
other than New York was also reviewed, the review indicating 
that free lighterage was not the rule but the exception. 

Allowances in lieu of free lighterage and cost studies 
covering terminal services were reviewed at length. One of 
the conclusions stated by the examiner was that the com- 
plainants had failed to prove that the cost of the New York 
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Central’s terminal operations on Manhattan, while unusually 
difficult and expensive, was equal to the marine cost. 

The character of the case required the consideration of 
rates prescribed in many of the big cases handled by the 
Commission in recent years, in their bearings on the conten- 
tions of the two sets of complainants. 

While the defense was presented jointly by the railroads 
serving New York Harbor and the New York interveners 
opposed to changes in the situation of the character desired 
by the complainants, Steer said most of the witnesses were 
called by the interveners. He said the evidence related prin- 
cipally to the New Jersey complaints. Among the matters 
urged in defense, he said, were the so-called unity of the port 
ot New York, railroad competition, the New York state canals, 
comparisons with other terminal and rate groups, the New 
York Harbor Case, 47 I. C. C. 648, investments claimed to have 
been .made in reliance on that decision, disruption of the rate 
structure, the port differential adjustment and other matters. 
The defense, he said, leaned heavily upon the New York Har- 
bor case, decided Dec. 17, 1917. Steer said the present case 
differed from that in many respects. One of the most impor- 
tant differences, he said, was that the complaint in that case 
contained no allegation of undue prejudice and preference be- 
cause of the charging of higher rates for lighterage and car 
floatage in lieu of lighterage to.-and from some parts of the 
port than to others. He said that that report did not even show 
that such a condition existed and apparently it was not brought 
to the Commission’s attention. Another important difference, he 
said, was that there was no issue of undue prejudice and pref- 
erence as between Boston and New York in any of the respects 
dealt with in Boston’s complaint and evidence. The rates via 
the coastwise routes to the south and southwest, the examiner 
said, were not in issue and the report, he added, did not indi- 
cate that the Commission was advised as to the situation with 
respect to those rates. 

In addition to the differences in the older case and this one, 
the examiner said that there had been changes in the law. 
Section 15a, he said, seemed to warrant a most careful con- 
sideration of the question of imposing a separate charge for 
lighterage in view of the evidence regarding its relatively high 
cost, the unusual burdens it placed upon the railroads, and their 
need of additional revenue. The examiner expressed the belief 
that the net result of the proposals made by him would be a 
substantial increase in carrier revenue. Findings recommended 
by the examiner follow: 


No. 22824: In this case the Commission should find as follows: 

(1) That the grouping of New Jersey points with New York City, 
including all regular stations and team tracks at the same rates on 
traftic from and to points west of the Hudson river is not unreason- 
nw prejudicial, or otherwise unlawful, except as hereinafter 
found; 

(2) That the performance at defendants’ expense of lighterage, 
and car floatage or trucking in lieu thereof, to and from points other 
than regular stations or team tracks within the lighterage limits of 
New York Harbor, without charge in addition to the line-haul rates 
on traffic from and to points west of the Hudson river, while con- 
temporaneously failing to perform or exacting additional charges 
for similar services on like traflic to and from New Jersey points on 
navigable waters outside such lighterage limits where the extra- 
towing charges apply, is and for the future will be unduly preferential 
of such points within the lighterage limits and unduly prejudicial 
to such New Jersey points; 

(3) That the undue prejudice and preference found in the last 
preceding paragraph should be removed and prevented by the estab- 
lishment and maintenance of separate charges for lighterage, and 
car floatage or trucking in lieu thereof, on the traffic described to and 
from points other than regular stations or team tracks within said 
lighterage limits and on such navigable waters in New Jersey where 
the extra towing charges apply, which charges shall be uniformly 3 
cents per 100 pounds or 60 cents per ton on all carload traffic except 
bulk grain and 1.5 cents per 100 pounds or 30 cents per ton on bulk 
grain in addition to the line-haul rates: 

(4) That the rates assailed between points in the New York Har- 
bor district and points west of the Hudson river are, and for the 
future will be, unduly prejudicial to New Jersey points in that dis- 
trict and unduly preferential of New York City to the extent that 
the rates for lighterage, and car floatage or trucking in lieu thereof, 
to and from points other than regular stations or team tracks, fail to 
exceed those for rail origin or delivery at such New Jersey points 
by the amounts specified in the last preceding paragraph; and 

(5) That the Commission has no jurisdiction to pass upon the 
alleged violation of the constitution; and the other alleged violations 
of the interstate commerce act have not been sustained. 

No, 23040: In this case the Commission should find as follows: 

(1) That the rates assailed between New Jersey points which 
take the New York rates to and from points more than 100 miles 
distant in trunk-line territory, on the one hand, and points in New 
England more than 100 miles from Harlem river on the New Haven 
or Spuyten Duyvil on the New York Central, on the other hand, are 
and for the future will be unduly prejudicial to such New Jersey 
points and unduly preferential of New York City to the extent that 
they exceed or may exceed the corresponding rates from and to 
regular stations in Manhattan and Brooklyn, plus the charges pro- 
posed in No. 22824 for lighterage and its substitutes wherever that 
service is performed to or from points other than regular stations 
or team tracks; 

(2) That the rates assailed via the rail-water and rail-water-rail 
routes to and from points in the South and Southwest are, and for 
the future will be, unduly prejudicial to New Jersey rail points which 
take the New York rates on all-rail traffic to and from the same 
points, and unduly preferential of New York City to the extent that 
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such New Jersey rates exceed or may exceed the corresponding New 
York dock rates, which are filed with and subject to the jurisdiction 
of this Commission, by more than 3 cents per 100 pounds or 60 cent: 
per ton; and 

(3) That the other allegations of this complaint have not been 
sustained, except such as may be covered by the findings in No. 22824. 

No. 23327: In this case the Commission should find as follows: 

(1) That the alleged undue prejudice to Boston and undue pret- 
erence of New York with respect to traffic from and to points west 
of the Hudson river will be removed under the findings in No. 22821, 
making it unnecessary to pass upon that issue here; 

(2) That on export, import, coastwise, and intercoastal traffic 
from and to points in New England, the performance at defendants’ 
expense of lighterage, and car floatage or trucking in lieu thereof, 
to and from steamships or steamship piers at the port of New York, 
without charge in addition to the line-haul rates to and from regular 
stations in Manhattan and Brooklyn, while contemporaneously per- 
forming no lighterage and making additional charges for car floatage 
and for switching to and from steamships or steamship piers not 
reached by the line-haul carrier’s rails at the port of Boston, is and 
for the future will be, unduly preferential of New York and unduly 
prejudicial to Boston; 

(3) That the undue prejudice and preference found in the last 
preceding paragraph should be removed and prevented by the estah- 
lishment and maintenance of separate charges on the traffic described 
for lighterage, and car floatage or trucking in lieu thereof, to and 
from steamships or steamship piers at the port of New York, as pro- 
vided in section 6 of the act, which charges shall be the same as 
those hereinbefore proposed in No. 22824 and in addition to the line- 
haul rates to and from regular stations in Manhattan and Brooklyn: 

(4) That the rates assailed on export, import, coastwise, and 
intercoastal traffic from and to points in New England are, and for 
the future will be, unduly prejudicial to Boston and unduly prefer- 
ential of New York to the extent that the relationship of the rates 
as between those ports is more favorable to New York than under 
the basis prescribed in the Eastern Class Rate case on domestic traffic 
to and from Boston as compared with regular stations in Manhattan 
and Brooklyn, plus the charges hereinbefore proposed for lighterage 
and its substitutes wherever that service is performed to and from 
steamships or steamship piers at the port of New York; 

(5) That the rates assailed from and to Boston as compared 
with Philadelphia, Baltimore, and Hampton Roads are not unreason- 
able or unduly prejudicial to Boston; and the failure to publish sep- 
arate charges for lighterage at the other ports named is not unreason- 
able or unduly prejudicial to Boston; and 

(6) That the Commission has no jurisdiction to pass upon the 
alleged violation of the constitution; and the other alleged violations 
of the interstate commerce act will either be removed under the pre- 
vious findings or have not been sustained. 7 

Nothing herein is to be construed as requiring increased_ rates 
over any route embracing a water line, which is not railroad con- 
trolled and subject to the provisions of section 5 (11) of the act. 
Previous decisions in other cases should be modified to the extent 
necessary to carry into effect the foregoing findings. 

Senator Wagner, of New York, had published in the ap- 
pendix of the Congressional Record of January 30 the com- 
plete text of the report of Examiner Steer, and an editorial 
from the New York Herald Tribune asserting that the report 
constituted a serious threat to the port of New York. Senator 
Wagner announced that he thought the report was a serious 
menace to the port of New York, and that at a more appro- 
priate time he expected to discuss the matter more fully in the 
Senate. The Steer report occupied approximately 38 pages in 
the record. 


PROPOSED REPORTS 


Class Rates 


No. 25006. Topeka Chamber of Commerce vs. Alton et al. 
By Examiner L. B. Dunn. Class rates between New Orleans, La., 
and Topeka, Kan., proposed to be found unreasonable for the 
future to the extent that the first class rate may exceed $2.38, 
and to the extent that the remaining classes may exceed the 
percentages of the first class rates prescribed in the Western 
Classification, 164 I. C. C., finding 2, at page 194. The class rate 
assailed is $2.51 per 100 pounds. 

Asphalt 


No. 25483, Interstate Amiesite Co., Inc., vs. Pennsylvania. 
By Examiner Leland F. James. Dismissal proposed. Rate, as- 
phalt, Point Breeze, Philadelphia, Pa., to Wilmington, Del., not 
unreasonable. 





Transit Corn 
No. 25392, Corn Products Refining Co. vs. A. T. & S. F. el 
al. By Examiner Robert M. Furniss. Switching charges, inter- 
state transit corn at Kansas City, Mo., inapplicable but not un- 
reasonable. Reparation of $255.18 proposed. 
Lumber 
No. 25345, J. R. Thames & Co. vs. C. & O. et al. By Exam- 
iner Herbert P. Haley. Rate, carload, dressed yellow pine lum- 
ber, Ohatchee, Ala., to Grayson, Ky., proposed to be found in- 
applicable. Applicable rate, the examiner said, was 38 cents. 
Reparation of $27.44 proposed. 
Sand 
No. 25498. McLain Fire Brick Co. vs. Pennsylvania. By 
Examiner A. S. Worthington. Rate, sand, Mapleton, Pa., to 
Irondale and New Salisbury, O., unreasonable to extent it ex- 
ceeded $2.40 a net ton. Reparation proposed. 


Coal Screenings 
No. 25216, State of Missouri ex rel. Stratton Shartel, At- 
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torney General, vs. Missouri-Illinois et al. By Examiner Robert 


M. Furniss. Rate, bituminous coal screenings, Perco, IIl., to 
Rolla, Mo., unreasonable to extent it exceeded $1.765 a net ton. 
Reparation proposed. 

Iron and Steel Articles 


No. 22217, Concrete Engineering Co. vs. A. T. & S. F. et al. 
By Examiner Arnold C. Hansen. Upon further hearing repara- 
tion pror\sed to be awarded, iron and steel articles, carloads, 
from Kansas City, Mo., and Wichita, Kan., to points in Oklahoma 
in accordance with the findings in the original report, 168 I. C. C. 
368, to the complainant, amounting to $473.29. 


Yeast 


No. 25198, Northwestern Yeast Co. vs. Alton et al. By 
Examiner J. Edgar Smith. Proposed to be found that classifica- 
tion ratings, dry yeast, less-than-carloads, in all territories are 
not unjust or unreasonable; classification rating and rates, dry 
yeast, in Official territory, proposed to be found to subject com- 
plainant and the commodity mentioned to undue prejudice and 
disadvantage as compared with the lower rating and rates con- 
temporaneously maintained on compressed yeast, less-than- 
carloads. 

Second-Hand Steel Rails 


No. 25454, J. Rosenbaum & Son vs. C. B. & Q. et al. By 
Examiner John Davey. Applicable rate, carload, second-hand 
steel rails, Centerville, Ia., to Nashville, Ill., unreasonable to the 
extent it exceeded $2.39 a gross ton, minimum 44,800 pounds, 
beyond St. Louis. Reparation of $5.74 proposed. 

Lumber, Etc. 


No. 25436, Wisconsin Land & Lumber Co. vs. Ann Arbor 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Rates, lumber and forest products accorded the lumber rates, 
Hermansville, Mich., to points in central territory, not un- 
reasonable or unduly prejudicial. 


Feeder Cattle 


No. 25350, D. M. McLemore vs. Southern. By Examiner 
Harold M. Brown. Dismissal proposed. Carload rate, feeder 
cattle, Lakeview, Ore., to Nelson, Calif., inapplicable. Applicable 
rate, $124 a car, proposed to be found unreasonable to the extent 
it exceeded $104. Railroads proposed to be authorized to waive 
outstanding undercharges. 


Fruit Baskets, Etc. 


No. 25310, Paducah Box & Basket Co., Inc., vs. I. C. et al. 
By Examiner Charles A. Rice. Dismissal proposed. Rate, veneer 
fruit baskets and crate materials, carloads, Paducah, Ky., to 
Benton Harbor, Mich., not unreasonable or otherwise unlawful. 


LAKE CARGO COAL RATES 


Opposing the application of railroads serving the northern 
fields for modification of the Commission’s order in No. 15007, 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway et al., and related cases, known as Lake Cargo 
Coal Rates, 1925, the Semet-Solvay Co., in behalf of itself and 
others, pointed out that the lake cargo coal rates the carriers 
were seeking to increase were prescribed by the Commission, 
“after full hearing and deliberate consideration as reasonable 
maximum” ones. It pointed out there had been no change in 
transportation conditions affecting the movement of lake cargo 
coal since that time which would justify any increase. 

“On the contrary,” said its answer to the railroads, “there 
have been changes in the economic situation since that time 
which necessitate a reduction in freight rates for transporta- 
tion of bituminous coal.” 

The Semet-Solvdy answer declares that the movement of 
lake cargo coal for delivery to ports east of the Straits of 
Mackinac and Sault Ste. Marie and west of Brockville, Ont., 
is not new, as asserted by the railroads. It says that such 
movement has been in existence for more than twenty-five 
years, as shown in the decision itself, which the railroads 
desire to have modified. The answer points out that rates 
Which the railroads are seeking to make effective, in many 
instances, will be higher than the all-rail rates for track de- 
livery at the ports of transshipment. It points out that coal 
originating at river mines in the Pittsburgh and Connellsville 
districts and moving via river barge through Colona and Con- 
way, Pa., thence via rail beyond, can be moved to track de- 
livery at Cleveland, O., at a total of $1.64 a net ton, whereas, if 
the lake cargo rate to Cleveland is increased 30 cents a ton, 
as proposed, it will result in rates of $1.76 a net ton and $1.84 
a net ton from the Pittsburgh and Connellsville districts to 
Cleveland, respectively. 

As a producer of by-product coke, the Semet-Solvay Co. 
points out that its by-product branch at Detroit, Wyandotte and 
Dearborn, Mich., Toledo, O., Erie, Pa., Buffalo, N. Y., and other 
points within the territory designated for an increase of 30 
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cents a ton are in competition with by-product plants at Mil- 
waukee, Wis., Waukegan, Ill., and various points in the Chi- 
cago district, at Sault Ste. Marie, Duluth, Minn., and Montreal, 
Que., all of which are beyond the boundary lines of the area 
to which the proposed 30-cent increase is to apply. Such an 
increase of 30 cents a ton, the answer points out, means an 
increase of 42 cents a ton in the production cost of each ton 
of coke at the plants within the 30-cent increase area. 

According to this answer, the tariffs of the carriers are 
so worded as to prevent the practice of delivering lake cargo 
coal in the manner alleged by the carriers, that is, by means of 
short barge or ship hauls within harbors of transshipment. 
It says if the tariffs of any of the petitioning carriers do not 
prohibit such practice, the carriers have it within their power 
to correct the situation by appropriate tariff provisions. 

The Property Owners’ Committee on behalf of operators’ 
associations in the southern lake cargo district, says that any 
advance in rates that apply on substantial tonnage movement 
can only have the effect of cutting the present small production 
still further and of reducing the revenues of the carriers. The 
carriers, it added, had recently recognized the soundness of the 
economic contention made by the respondents herein by author- 
izing a reduction of $1 a ton on anthracite to Chicago and Chi- 
cago junctions and would make that reduction applicable to 
intermediate territory as well. 

The carriers, according to the committee, say that their 
purpose is to get rid of the irregularities in the application 
of the present lake cargo rates and to prevent the diversion 
of all rail tonnage to the lake-and-rail routes. 

“As to the first purpose,” says the committee, “the petition- 
ing carriers propose to use a very large caliber cannon to kill 
a very small monkey. The irregularities in the application of 
the lake cargo coal rates could easily be cured by proper tariff 
restrictions similar to that now in effect forbidding the applica- 
tion of the lake cargo rates to coal re-loaded on second vessel 
and having final destinations at points on the New York barge 
canal.” 

Commenting on the failure of the Wheeling & Lake Erie to 
join other northern carriers in this proposal, and upon the 
course which it has been represented that that carrier would 
follow, the committee says that no matter what course the 
Wheeling may adopt its action will not “click” with the pro- 
posals of the other lake carriers. It says the refusal of the 
Wheeling to join in the petition is a fatal defect and should, 
of itself, constitute sufficient reason for denying the petition. 

The Western Pennsylvania Coal Traffic Bureau et al., suc- 
cessor to the Pittsburgh Coal Producers’ Association, the orig- 
inal complainant, says, among other things, that the failure of 
the Wheeling & Lake Erie to take action the same as its neigh- 
bors, will inevitably result in undue prejudice and in unjust 
discrimination to them. As a demonstration of the truth of 
that assertion, says the answer, the Commission needs only to 
consider the situation now being heard by it on its own motion, 
in No. 25566 and related cases, wherein it appears that these 
trunk lines, petitioners in this case, have met reduced rate 
competition of the Wheeling & Lake Erie from their Ohio mines 
and have failed to meet such competition from their differen- 
tially related mines in western Pennsylvania. 

“Of such treatment,” says the answer, “once is enough.” 

The western Pennsylvania operators declare that the Com- 
mission is without power, by mere consultation with representa- 
tives of the defendants alone, in No. 15007, and related cases, 
and by mere acquiescence in their petition for vacation of its 
orders therein and without further hearing to increase reason- 
able maximum rates by 30 cents a ton. 

The Eastern Ohio Coal Operators’ Association has asked 
the Commission to deny the application of the railroads for 
modification of its order in Lake Cargo Coal Rates, 1925. It 
called attention to the fact that that case was an adversary 
proceeding in which it was a complainant. The order, the asso- 
ciation said, could not be vacated and modified without notice 
and hearing. 

The state of Michigan, also opposing the petition of the 
railroads, asserted that there had been no changes in the trans- 
portation conditions since the decision was made that would 
justify any increase in the lake cargo coal rates. On the con- 
trary, it said, changes in the economic situation necessitated 
a reduction in them, for all industries in Michigan, it said, were 
suffering from a severe business depression. Attorney General 
Patrick O’Brien, who filed the objections of the state, listed a 
large number of receivers of coal for whom he said he had 
authority to speak, including, among others, the Diamond Crystal 
Salt Co., City of Port Huron, City of Detroit, Ford Motor Co., 
and Detroit Board of Commerce. 

Large consumers and distributors of lake cargo coal at 
Toronto and Hamilton, Ont., and among them the Canadian 
branches of several American manufacturing concerns, said that 
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the carriers already had it within their power to correct the 
situation about which they were complaining, unwarranted use 
of lake cargo coal rates, by appropriate tariff provisions, without 
penalizing the other users of the lake cargo Coal rates. 


COMMISSION ORDERS 


No. 24050, A. Johnston, Grand Chief Engineer of the Brotherhood 
of Locomotive Engineers, et al. vs. A. C. L. et al. Order of Janu- 
ary 5, 1933, is modified to extent of adding the following to para- 
graph (c) thereof: ‘‘This paragraph shall become effective July 1, 
1933.” 

Finance No. 9782, Application of C. St. P. M. & O. for certifi- 
cate to abandon its branch line between Luverne, Minn., and Doon, 
Ia. Board of Railroad Commissioners of the State of Iowa permitted 
to intervene. 

No. 25704, and Sub. 1 to 4, incl., Brooklyn Chamber of Commerce, 
Inc., vs. B. & O. et al. Pennsylvania-Dixie Cement Corporation 
permitted to intervene. 

No. 24233, Dansville Board of Trade vs. D. & Mt. M. et al. The 
order entered in this proceeding on November 1, 1932, which 
was by its terms made effective on or before February 1, 1933, is 
modified to become effective on or before May 1, 1933, instead of 
February 1, 1933. 

Finance No. 9689, Application of Texas & New Orleans et al. for 
authority to consolidate their properties, etc. Fredericksburg & 
Northern Railway permitted to intervene. 

Finance No. 6346. Excess income of Carolina & Northeastern. 
Order of October 30, 1981, entered herein, containing a tentative de- 
termination of the excess net railway operating income received by 
the Carolina & Northeastern between September 1, 1920, and Decem- 
ber 31, 1925, inclusive, and directing the company to pay to this 
Commission under the provisions of section 15a of the interstate 
commerce act the sum of $1,496.62 vacated and set aside and canceled. 


UNCONTESTED FINANCE CASES 


Second supplemental report and order in F. D. No. 8751, Southern 
Pacific Co. Bonds, modifying orders of April 16, 1931, and July 25, 
1932, so as to permit (1) substitution of the applicant’s uncapitalized 
equity in certain equipment, to the extent of $15,957,000, for a like 
amount of capital expenditures submitted as a part of the basis for 
the issue of $50,000,000 of 50-year 41% per cent gold bonds, and (2) the 
pledge and repledge, as collateral security for short-term notes, of 
$13,418,000 of Galveston, Harrisburg & San Antonio Ry. Co. first- 
mortgage, Mexican and Pacific extension, 5 per cent bonds, and 
$2,539,000 of Galveston, Harrisburg & San Antonio Ry. Co. second- 
mortgage Mexican and Pacific extension, 5 per cent bonds, approved. 

Report and order in F. D. No. 9805, Missouri Pacific R. R. Co. 
Bonds, authorizing the Missouri Pacific R. R. Co. to issue not exceed- 
ing $10,000,000 of first and refunding mortgage 5 per cent gold bonds, 
series I, and, subject to their pledge with the Reconstruction Finance 
Corporation, to pledge the equity therein with the Railroad Credit 
Corporation as collaterial security for notes issued to evidence loans 
from that corporation, approved. 

Report and certificate in F. D. No. 9772, authorizing the acquisi- 
tion by the Bell Telephone Company of Pennsylvania of the proper- 
ties of the Forest Telephone & Telegraph Company, approved. 

Report and certificate in F. D. 9771, permitting H. W. Purvis, 
receiver of the Savannah & Statesboro Railway Company, to abandon, 
as to interstate and foreign commerce, the entire line of railroad of 
said company in Bryan and Bulloch counties, Ga., approved. 

Report and order in F. D. No. 9795, authorizing the Chicago Great 
Western Railroad Company to issue not exceeding $2,100,000 of first- 
mortgage 50-year 4 per cent gold bonds to be pledged with the 
Railroad Credit Corporation as collateral security for a note, approved. 

Report and order in F. D. No. 9723, authorizing the Minnesota 
Western Railway Company to issue $100,000 of common stock, con- 
sisting of 1,000 shares of the par value of $100 each, said stock to 
be delivered to the Pence Automobile Company in payment for cer- 
tain properties to constitute applicant’s line of railroad, approved. 


FINANCE APPLICATIONS 


Finance No. 2784. Supplemental application of Erie Railroad Co. 
for order authorizing extension for a period of five years of $4,616,000, 
of New York & Erie Railroad Co. third mortgage extended 4% per 
cent_bonds, which mature March 1, 1933. 

_Finance No. 9822, St. Louis & Troy Railroad Co. asks authority 
to issue 200 shares of no par stock and a note or bond for $30,000 to 
be secured by a first mortgage on 5.2 miles of railroad to be acquired 
from the St. Louis & Hannibal railroad. The abandonment of that 
railroad was authorized by the Commission. The St. Louis & Troy 
is to take over the 5.2 miles of line mentioned, the bonded indebted- 
ness on which is owned by John Ringling. One hundred shares are 
to be sold for $10,000 and the remainder as needed for rehabilitation. 
That $10,000 and the $30,000 note constitute the purchase price of 
the property. 

Finance No. 9813. Seaboard Air Line Railway and receivers, and 
East and West Coast Railway and receivers, ask authority to abandon 
45.65 miles of line between Arcadia and Manatee, Fla. Applicant 
said line was originally constructed into a virgin timber territory 
with the expectation that timber operations would be followed by 
citrus fruit and vegetable production. Only a small acreage of 
standing timber now remains and the cleared land may be eventually 
planted in citrus fruits and vegetables, but as these products now 
very generally pass through packing houses, the gathering service 
for which is performed by trucks, any increased production in the 
territory served by the line, will move by highway to packing houses 
at Arcadia, Manatee, Bradenton, or Palmetto and, therefore, offers 
no prospective rail traffic, according to anplicants. 

Finance No. 9816. International-Great Northern Railway Co. asks 
authority to issue demand note or notes of $864,310.35, to Missouri 
Pacific Railroad Co. to evidence indebtedness of a like amount on 
account of advances. Missouri Pacific, the owner of approximately 
94 per cent of the New Orleans, Texas & Mexico Railway Co. which 
in turn owns all the capital stock of the applicant, has made advances 
from time to time to applicant in the aggregate net amount of 
$2,486,510.35. Missouri Pacific has requested applicant to evidence 
said indebtedness by execution of demand note or notes in that 
amount. Applicant proposes to issue to Missouri Pacific presently 
a demand note or notes in the amount of $1,622,200. The issuance 


of that note or notes will exhaust the power of applicant to issue 
short-term notes without approval of Commission, and, therefore, 


The Traffic World 


Vol. LI, No. 5 


applicant desires authority to issue the note or notes for $864,310.35, 
bearing 5% per cent interest. 

Finance No. 9817. New Orleans, Texas & Mexico Railway Co. 
asks authority to issue demand note or notes of $7,456,726.78, to the 
Missouri Pacific Railroad Co., to evidence indebtedness of a like 
amount on account of advances. The Missouri Pacific has made 
advances from time to time to applicant in the net amount of $10,355,- 
226.78. Applicant has delivered to Missouri Pacific a two year note 
for $400,000 and will presently issue and deliver to Missouri Pacific 
a demand note or notes for $2,498,500. The issuance of the latter 
note will exhaust the power of applicant to issue short term notes 
without approval of Commission and applicant, therefore, desires 
authority to issue the note or notes for $7,456,726.78, bearing 5% per 
cent interest to the Missouri Pacific. 

Finance No. 9819. Louisville & Nashville Railroad Co. asks 
authority to abandon its line between Princeton Junction, Tenn., and 
Gracey, Ky., approximately 32 miles. The line is not performing and 
will not perform any necessary transportation service and its opera- 
tions have resulted and will result in material losses, according to 
applicant. 

Finance No. 9820. Louisville & Nashville Railroad Co. asks author- 
ity to abandon line between Ruffner Mine No. 2, Ala., and Trussville, 
Ss miles. Reasons for abandonment same as given in Finance 
No. 9819. 

Finance No. 9821. St. Louis Southwestern Railway Co. of Texas 
asks authority to abandon its line between Prestridge and White City, 
Tex., approximately 30 miles. Lumber and forest products along 
line have been practically exhausted and there is no prospect of 
any other or further development along line, according to applicant. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3151, Fertilizer and fertilizer materials between Mississippi 
Valley territory and points north of the Ohio River, and cases grouped 
therewith. Complainants and protestants in these proceedings ask 
the Commission to strike carriers’ petition for reopening, etc., from 
the record and dismiss the carriers’ petitions in these cases. 

No. 14106 et al., Salt Cases of 1923, Sterling Salt Co. et al. vs. 
A. A. et al. Carriers by railroad in Eastern Trunk Line territory by 
and through their agent, Harry Wilson, ask the Commission to 
amend and modify its orders herein, to extent necessary to enable 
them, to publish and maintain lower rates on “salt, common (sodium 
chloride), in bulk’ than on salt, in packages, from Silver Springs, 
Retsof, Halite, Piffard, Watkins Glenn, Ludlowville, Solvay and Syra- 
cuse, N. Y., which are the present salt producing origin points in 
New York state named in said cases, to New York, N. Y., Phila- 
delphia, Pa., and Baltimore, Md., and points taking the same rates; 
also to Carney’s Point, Paulsboro and Gibbstown (Thompson's 
Point), N. J 

No. 18364, Georgia Public Service Commission vs. A. C. L. 
F. S. Buffum Co., Inc., intervener herein, asks postponement of effec- 
tive date of order for further hearing and for reconsideration. 

No. 22009, Atlantic Shell Co., Inc., et al. vs. A. C. L. et al. 
Defendants ask modification of order on further hearing to permit 
addition of arbitraries for short and weak lines. 

No. 24732, Sub. 1, Commerce National Manufacturing Co. et al. 
vs. A. & W. P. et al. Complainants ask further hearing herein, 
solely to determine amount of reparation due them. 

No. 22907, Illinois Silica Sand Traffic Bureau vs. A. C. & Y. et al. 
Adamston Flat Glass Co. and The Rolland Glass Co. ask a rehearing 
herein. 

No. 25135, part 7, Montana, increases in intrastate freight rates. 
c. M. St. P. & P., G. N., B. A. & P., and Northern Pacific ask modi- 
fication of order dated November 7, 1932, so as to except certain 
intrastate rates on sugar in carloads. 

No. 13535 et al., Consolidated Southwestern Cases. F. A. Lsland, 
chairman of Southwestern Freight Bureau, asks the Commission for 
approval under finding 27 of the publication in S. W. L. Tariffs Nos. 
151, 153 and 163, J. E. Johanson’s I. C. C. 2008, 2446 and 2314, respec- 
tively, of rates on potatoes, carloads, minimum weight 30,000 pounds, 
from points in Minnesota, Wisconsin, Michigan, South Dakota, etc., 
to points in southwestern territory. 

No. 24790, Alemite Corporation vs. B. & O. et al. Complainant 
asks further hearing for purpose of clarifying and making adequate 
the record in respect of the paying and bearing of freight charges. 

No, 22537, By-Products Coke Corporation vs. A. & R. et al. 
Official territory defendants ask for modification of report and order 
entered herein. 

No. 246335, Vineland Farmers Exchange et al. vs. Pennsylvania 
et al. Defendants ask a reargument herein. 

No. 18188, Hubbuch Glass Co. et al. vs. M. P. et al. Complainant 
asks rehearing therein. 

No. 13857, Chamber of Commerce of Selma, Ala. vs. A. G. S. et al. 
Defendants herein, by Agent J. E. Tilford, ask vacation of order en- 
tered therein February 27, 1929, so as to make it inapplicable to re- 
duced rates established because of and to meet truck, water, and 
water-and-truck competition. 

No. 13413, In the matter of automatic train control devices. D. L. 
& W. asks for authority to substitute an automatic cab signal sys- 
tem for the automatic train control device now in operation between 
East Buffalo, N. Y., and Scranton, Pa. 

Finance No. 4817, Chartiers Southern excess income. Mononga- 
hela Railway asks dismissal of the tentative recapture report and 
order entered December 9, 1932, requiring it to pay to the Interstate 
Commerce Commission excess income therein found to be due by 
said Chartiers Southern Railway. 

Finance No. 3843, Monongahela Railway excess income. The Mo- 
nongahela asks vacation of tentative recapture report and order en- 
tered herein and dismissal of the proceeding. . 

No. 18061, Transcontinental Oil Co. vs. A. & V. et al. Complain- 
ant asks rehearing therein. . 

Finance No. 9164. Texarkana & Ft. Smith control. Kansas City 
Southern asks rehearing and reargument herein. 


SUSPENDED TARIFFS 


In I. and S. No. 3856, the Commission has suspended from 
February 2 to September 2 a portion of schedules published in 
L. E. & Ft. W. I. C. C. 39. The suspended schedules propose 
to increase the carload switching charge at Fort "Wayne, Ind., 
from $3.60 to $7 a car on traffic switched between industries or 
team tracks on the L. E. & Ft. W. and interchange tracks or 
connecting lines when originating at or destined to all points 
outside the Fort Wayne switching limits, 
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February 4, 1933 


FIFTEEN PER CENT CASE 


About seventy-five shipper and carrier representatives were 
on hand for the further hearing in Ex Parte 103, the so-called 
fifteen per cent case, 1931, when it opened in Chicago before 
Commissioners Porter and Lee and Examiner Mattingly Febru- 
ary 2. The state commissions were represented on the bench 
by Hugh White, Alabama, and C. R. McDonald, Wisconsin. 
Under the order of the Commission (see Traffic World, January 
21, p. 115), testimony was to be received only with respect to 
continuation, reduction, or elimination of the surcharges on a 
selected list of commodities, principally animal and poultry 
feeds, grain products, lake cargo coal, paints, varnishes and 
lacquers. 

Testimony as to feeds and grain products occupied all the 
first day of the hearing, which it was thought would end this 
week. A series of witnesses were presented in behalf of the 
mixed feed industry by Ralph Field. Frank Touwnsend, Minne- 
apolis Traffic Association, appeared for Minneapolis and St. Paul 
interests and introduced other witnesses on their behalf. Others 
who took the stand included C. A. Lahey, Quaker Oats Com- 
pany, Chicago; G. H. Schaeffer, Illinois Commerce Commission; 
B. J. Klein, Southern Cotton Oil Company, and John B. Mum- 
mert, John B. Eshelman and Sons, Lancatser, Pa. 

Competition between products of grain and feeds to which 
surcharges applied and grain and grain products on which 
there were no surcharges was the principal reason assigned 
by the witnesses for appeals to eliminate the surcharges on the 
items under consideration. Many of the witnesses were of 
the opinion that continuation of the surcharges would bring 
no revenue to the carriers, as, in many instances, traffic was 
forced to the highways and in others the level of the freight 
rates turned the business to competing commodities. 

“We are not disposed to suggest changes in the general 
application of the surcharge rates, but we are definitely opposed 
to the purpose of the carriers to continue the charge on any 
of the products of our mills, including live stock and poultry 
feeds and the agricultural ingredients thereof, unless it includes 
the entire range of grain and grain products,” said Mr. Lahey. 
“And if, for any reason, this plan may be difficult or impossible 
of accomplishment, we here ask the Commission to remove the 
charge and restore the grain and grain products classification 
to the position it occupied prior to January 4, 1932.” 

Hundred of carloads of the products of the Quaker Oats 
Company had been diverted to rail and water routes, where 
before they had moved all rail, he said. “It seems apparent 
under the circumstances that continuation of the emergency 
charge is an obvious gesture of futility.” Existing freight rates, 
he said, constituted a greater relative burden on industry than 
ever before. Every product produced by his company, he said, 
was in competition with every other food product, holding that 
maintenance of the surcharge on some and not the others was 
an obvious injustice. 


Differences, or the abscense of difference, between barley 
malt and barley, cream of wheat and farina, rolled oats and 
oatmeal, and between other items to which surcharges applied 
and those on which there were no surcharges were gone into 
at considerable length by Frank Townsend and others. Mr. 
Townsend held that a transportation differential of as much as 
20 cents a ton on mixed feeds was a large competitive factor. 
Trucking in the Twin City territory of the commodities on which 
the surcharges were applied had greatly increased, he said. He 
estimated that there had been an increase of 150 per cent in 
the volume of all trucking in the territory, since the original 
hearings in the fifteen per cent case. 


George V. Thompson, secretary of the Cream of Wheat 
Corporation and general manager of the Cream of Wheat Sales 
Company, appeared to request that “cream of wheat” be with- 
drawn from the list of commedities to be considered in the pro- 
ceeding. It was a trade-mark of a brand of farina sold by his 
company, he said, and not a general term. “The question is not 
as to whether the surcharge should be applied to our par- 
ticular product but as to whether it is to be applied to farina, 
shipped by whomever or how,” he said. 


Opposition to continuance of the surcharges on cottonseed 
products was voiced by Mr. Klein, who appeared for other in 
addition to his own company. The commodities in question 
were direct products of agriculture and were in competition 
with other products of agriculture, he argued. Continuation of 
the surcharges on the cottonseed products, he said, would force 
the industry to other and cheaper means of transportation. 

Fine distinctions as to what constituted the dividing line 
between all-grain feed and mixed feeds were gone into by 
Mr. Mummert, in response to questions. He pointed out that, 
in fact, there was no such thing as a feed made wholly from 
grain, such as under the tariffs was free from the surcharges. 
Wheat and all other grains included field seeds and other for- 
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eign material known as dockage, and that went into the feed, 


he pointed out. 





Washington, D. C.—Darling & Co., Chicago, took no position 
with regard to continuance or elimination of the surcharges. 
It said, however, that this would be a good time for straighten- 
ing out confusion with regard to “fertilizer tankage” and ‘“tank- 
age, N. O. I. B. N.” It said that the confusion arose out of the 
fact that when the list of articles on which surcharges were to 
be imposed was compiled, recourse was made to a document 
which had never theretofore been used in a freight tariff and 
which was to a large degree not known in freight traffic de- 
partments. That document, it said, was the commodity classi- 
fication of the Railway Accounting Officers’ Association. The 
verbiage therein used and the verbiage in Consolidated Classi- 
fication, Darling & Co. pointed out, were not the same. Dar- 
ling & Co. expressed the opinion that it was illogical to use, 
in the emergency tariff, a commodity classification intended for 
accounting officers. 


INTRASTATE EMERGENCY RATES 


The Commission has been advised that the federal court for 
the district of Montana, Helena division, has dismissed No. 1442, 
State of Montana, Board of Railroad Commissioners of the State 
of Montana et al. vs. United States and Interstate Commerce 
Commission, in which Montana asked for an order enjoining the 
enforcement of the Commission’s order in No. 25135, Increases 
in Intrastate Rates, 186 I. C. C. 615, prescribing emergency 
charges on state traffic equal to those imposed on interstate 
traffic. Dismissal has the effect of the Commission’s order being 
upheld. The court was composed of Circuit Judge Wilbur and 
District Judges Bourquin and Pray. 


EMERGENCY CHARGES REVISION 


The Commission, in sixth section permission No. 122213, has 
authorized tariff publishing agents Jones, Boyd, Chaffee, Galli- 
gan, Henry, Johanson, Speiden, Toll, and Van Ummersen, act- 
ing through Jones, to publish on ten days’ notice a revision of 
their supplements establishing emergency charges under the 
permission granted by the Commission in Fifteen Per Cent Case, 
1931. The revisions are to be as follows: 


Item 5: Change paragraph (b) to read as follows: ‘‘Add to such 
charges the emergency charge provided in this tariff based on the 
weight on which the transportation charges are assessed, except 
as provided in item 25, item 45 (f), item 50 (c) and (d), subject to 
additional emergency charges as per item 30.” 

Item 55: Group 61, add ‘‘Feed, Grain, Glutten,’’ no emergency 
charge; Group 392, elminate “Pipe Clay;’’ Group 552, change ‘“‘Gyp- 
sum Building Blocks’ to read “Gypsum Blocks or Tile, building,’’ 
emergency charge one cent a 100 pounds; Group 640, add ‘‘Waste, Fur, 
viz., having value only for fertilizer purposes,’’ emergency charge one 
cent at 100 pounds: Group 701, change ‘‘Feed, Animal, or Poultry, 
Prepared, N. O. I. B. N., as specifically designated in items 8, 9 and 
10, page 198, of the Consolidated Classification, I. C. C. O. C. 50, 
to read: ‘‘Feed, animal or poultry, prepared, N. O. I. B. N. (as spe- 
cifically designated in items 17 and 18, page 220, and item 1, page 221, 
of the Consolidated Classification, I C. C. O. C. 51), emergency charge 
one cent a hundred pounds, 


Authority has been denied to establish changes in connec- 
tion with the emergency charges and provisions applicable on 
borate rock, ground or pulverized; limestone; broken, crushed 
or ground marble, and logs, no such special or unusual condi- 
tions, the Commission said, having been shown as would war- 
rant its granting the exemption desired. The Commission 
waived rules 2 (a) and 4 (i) of Tariff Circular No. 20 so as to 
enable Jones to publish this revision. 











LOANS TO RAILROADS 


The receivers of the Tonopah & Goldfield Railroad Co., in 
Finance No. 9818, have asked for a loan of $30,000 from the R. 
F. C. to pay taxes, provide working capital and purchase ties. 

The Commission, by division 4, in Finance No. 9179; Meridian 
& Bigbee River Railway Co. reconstruction loan, upon further 
consideration of the application for a loan of $864,654.08, has 
approved a loan of $600,000 to the applicant from the R. F. C. 
The approval is upon the condition that the applicant discharges 
an indebtedness of $254,654.08 without recourse to borrowings 
from the R. F. C. and that the proceeds of the loan be devoted 
to the extension of its line from Cromwell, Miss., to Myrtlewood, 
Ala., a distance of approximately twenty miles. As security the 
applicant is to pledge $500,000 of its first mortgage bonds of 
1939 when the first advance is made; and when the second ad- 
vance is made $100,000 more of the bonds, or such greater 
amount as the Commission may authorize to be issued against 
capital expenditures. Advances are to be made $100,000 at a 


time upon certificate, verified by the applicant’s chief engineer, 
that the expenditures from previous advances were made solely 
on the extension. 


Commissioner Meyer noted a dissent. 
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The original application was for $1,250,000. The Commis- 
sion approved a loan of $600,000 in 184 I. C. C. 371, on condi- 
tions. An amended application was filed for $864,654.08 with 
representation that the applicant was unable to meet the con- 
ditions laid down in the original report. In 187 I. C. C. 127 the 
Commission revoked the certificates previously given. 

In the renewed proceedings upon which this report was 
based, the applicant submitted additional facts, stating, among 
other things, that its affairs had been placed in charge of new 
officers and directors who were business men of Meridian, Miss. 
The Commission said that estimates of earnings were apt to be 
unduly favorable. It expressed the view that the estimates with 
respect to this line were not an exception to the rule. However, 
it added, in view of the strategic situation of the new line, there 
was reasonable prospect that the applicant would be able to earn 
more than the interest upon the proposed loan. 

‘The Commission, by division 4, in Finance No. 9146, Mis- 
souri Pacific Railroad Co. reconstruction loan, in a fourth supple- 
mental report, has approved a further loan of $1,300,000 from 
the R. F. C. to help the applicant in meeting its Feb. 1 cash 
requirements consisting of interest and principal payments. The 
approval of this further loan is accomplished by an amendment 
to the supplemental certificate of Jan. 4. In the third supple- 
mental report the Commission approved a loan of $2,500,000. 

Request for the additional $1,300,000 herein approved was 
made on Jan. 20. The principal and interest payments neces- 
sary to be met on Feb. 1 total $2,542,492.50. The principal items 
in the list of Feb. 1 obligations consist of $1,530,000 of interest 
on Missouri Pacific first and refunding mortgage bonds, series I, 
and $446,012.50 interest on the series A bonds. 

As amended the certificate of the Commission approves a 
loan of $3,800,000, which includes the $2,500,000 granted on Jan. 4. 
The terms and conditions of the amended approval are the 
same as those prescribed in the approval of Jan. 4, except that 
the loan should be made in two parts, $800,000 immediately, to 
be secured by the capital stock of the American Refrigerator 
Transit Co., the bonds of the Prescott & Northwestern and as- 
signment of advances to the applicant’s controlled companies; 
and prior to March 1, an advance of $3,000,000 to be secured by 
the collateral pledged for the advance of $800,000 and by $10,- 
000,000 of the applicant’s first and refunding, series I, five per 
cent bonds of 1981, or such other principal amount of such bonds 
as the Commission might authorized to be issued for that 
purpose. 

Officials of the Reconstruction Finance Corporation refused 
to comment on reports that an additional loan had been made to 
the Missouri Pacific to enable it to meet February 1 obligations. 
Reports from New York were to the effect that money had been 
advanced to the company by the R. F. C. The R. F. C. had a 
basis for action in the fourth supplemental report of the Com- 
mission in the Missouri Pacific case. 

The Chesapeake Beach Railway Co., in a second supple- 
mental application in Finance No. 9641, has asked for a loan of 
$425,000 instead of $525,000 from the R. F. C. for use in con- 
nection with extension of applicant’s line by ferry across the 
Chesapeake Bay and construction of two ferry boats. 

In Finance No. 9557, Virginia-Blue Ridge Railway Co. recon- 
struction loan, the applicant has withdrawn, and the Commis- 
sion has dismissed, the application for a loan of $150,000 filed 
July 29, 1932. 

In a second supplemental report in Finance No. 9149, St. 
Louis Southwestern Railway Co. reconstruction loan, the Com- 
mission, by division 4, has approved a further loan of $273,000 
to the applicant from the R. F. C., the money to be devoted 
to the payment of taxes due on February 2. This approval is 
on a supplemental application asking for $1,105,550. The ap- 
proval is without prejudice to consideration of further loans 
upon this application. 

Approval of a loan of $1,105,550 would have brought the 
total loans to $18,000,000. A loan of that amount was aproved 
by the Commission April 8, 1932. Net advances to the applicant 
total $16,894,450. 

Application for the balance of $1,105,550 was made with a 
view to meeting obligations totaling $1,457,595, including the 
$273,000 of taxes due February 2. The other items constituting 
$1,457,595 consisted of sums representing equipment trust prin- 
cipal and interest, interest on first mortgage bonds, and Arkansas 
taxes. The obligations other than taxes due on February 2 
fall due on various dates up to and including June 28. The 
largest items are $446,000 in taxes due Arkansas on April 10 
and interest on the first mortgage bonds, $400,000, due on 
April 29. 


THIRD SECTION REPARATION 


The Court of Appeals of the District of Columbia, in No. 
5816, United States of America on relation of J. C. Campbell 
et al., trading as the Birch Valley Lumber Co., appellants, vs. 
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Interstate Commerce Commission, has reversed and remanded 


_ the decision of the Supreme Court of the District of Columbia 


refusing a writ of mandamus requiring the Commission to award 
reparation on account of undue prejudice found by it in a com. 
plaint by the lumber company against the Stroud’s Creek & 
Muddlety and Baltimore & Ohio railroads and the rates on 
lumber maintained by them from Tioga, W. Va., to various 
destinations throughout the United States. (See Traffic World, 
Dec. 31, p. 1289.) The appellate court has directed the lower 
court to set aside its judgment and issue the writ. The case 
will be taken to the Supreme Court of the United States. 

In the proceedings before the Commission the lumber com. 
pany alleged it was being damaged by the fact that on its ship- 
ments the railroads assessed $15 a car more than the rate from 
mills in the Allingdale group in West Virginia, the name of 
which was taken from Allingdale, W. Va., something more than 
seven miles from Tioga, the junction point between the short 
line and the truck line. The Commission found the situation 
unduly prejudicial to the complainant but said the record did 
not warrant an award of reparation. 

Application for the writ of mandamus was founded on an 
allegation of disagreement in the Commission’s report of the 
facts and its finding against reparation. The appellate court 
pointed out that the Commission found, among other things, 
not only competition among the mills in the Allingdale group 
and the complaining mill but also that the complainant ‘was 
forced to base its price on the group rates and to absorb the 
$15 per car charge of the Stroud’s Creek road.” In summing 
up, Judge Groner said: 


In this case the commission has found, as we have pointed out, 
unlawfulness of rate, injury and damage, and the amount of loss. 
In these circumstances nothing more is necessary than the mere 
matter of the multiplication of the number of cars by the ascer- 
tained overpayment per car. If there is any other element enter- 
ing into the computation of damages which might change this re- 
sult, there is nothing in the commission’s findings of facts to indi- 
cate it. The statement is made by the commission that appellant's 
prices are fixed by the prices of its competitors who enjoy the $15 
preferential. If this were not true, or if appellant’s prices were only 
partially so controlled, a different case might be made, and in such 
circumstances appellant’s loss would be computed on a different basis. 
But nothing of this sort appears, and the only suggestion of justifi- 
eation for the commission’s refusal to make the award, and this was 
made in the argument, is that appellant in producing its lumber may 
have an advantage of operating and labor cost which its competi- 
tors do not have. We do not think this fact, even if it be true, 
would reduce appellant’s recoverable damages under the statute. 
In such circumstances, in view of the finding of equality of price with 
its competitors, its profits would have been greater to the extent of 
its lower cost of production; but when, on the other hand, as appears 
from the findings of fact, it was required to reduce its profits $15 
per car by the prejudicial rate it was forced to pay, ‘the latter figure 
in the circumstances necessarily represents its damages, since ob- 
viously otherwise its profits would have been that much more. 

Hence it follows that the determination of the commission that 
reparation should not be awarded is a mere conclusion contrary to 
its own findings of fact and therefore contrary to the provisions of 
the act. In such a case the granting of the writ is not the control 
of a particular discretion or a substitution of the judgment of this 
court for that of the commission, but a lawful order to the commis- 
sion to carry into effect the plain result of the exercise by it of its 
discretion—a situation in all respects analogous to an order to an 
inferior court to sign a judgment which it rendered but refused to 
sign. Any other conclusion than this, it seems to us, would be an 
anomaly and would amount to saying that an essential duty of the 
commission is beyond review, for appellant has no other remedy. 
(Procter & Gamble vs. U. S., 225 U. S : 

We think the lower court was in error in refusing to issue the 
writ, and the case will be remanded with instructions that the judg- 
ment be set aside and the writ issued to the commission requiring it 
to assess the damages sustained in accordance with the provisions of 
the act and to enter the appropriate order thereon. 


THEFTS FROM INTERSTATE COMMERCE 


Agents in the field of the Bureau of Investigation, Depart- 
ment of Justice, report having given assistance in bringing to 
justice a number of persons who have participated in thefts of 
commodities from interstate commerce at and near Fort Worth, 
Tex. These thefts were reported on August 19, last, and shortly 
thereafter Charlie Cline, with several aliases, and three others 
were arrested charged with the theft. Signed statements con- 
fessing the robberies were obtained by the agents, and as a 
result of the investigation indictments were brought by the fed- 
eral grand jury at Wichita Falls, Tex., against the four persons 
who participated in the thefts of the commodities. On December 
22, last, all the defendants were found guilty and Charlie Cline 
was sentenced to five years in the Leavenworth penitentiary 
and two years suspended sentence. Robert Brown received a 
sentence of three years in the Leavenworth penitentiary, and 
Charlie Brown received two years as did also George Levitan. 


CHANGE IN DOCKET 


Fourth Section Applications Nos. 14712, 14855 and 14862 of Agent 
Fonda—cotton linters, cottonseed hull fibre and shavings to Texas 
ports; sugar from Texas points; canned goods, cotton bagging, cotton 
bale ties and buckles in Texas (adjourned hearing), was set for 
hearing at Dallas, Tex., Feb. 3, before Examiner Taylor. 
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REORGANIZATION OF RAILROADS 


The Trafic World Washington Bureau 


Criticism of provisions of the bankruptcy bill (H. R. 14359), 
providing for reorganization of railroads, on the ground that 
functions of the court have been “bodily transferred to the 
Commission” is made in a memorandum prepared by Thomas 
D. Thatcher, solicitor general of the United States, and sub- 
mitted to the House of Representatives by Representative 
Michener, of Michigan. (See Traffic World, Jan. 28, p. 171.) 

Broad powers, according to Mr. Thatcher, are given the 
Commission in the initiation, formulation, and approval of any 
plan for the reorganization of a railroad corporation which is 
engaged in interstate commerce. Revision of the bill is recom- 
mended by the solicitor general to remove the ground for criti- 
cism as made by him. 


Powers are conferred on the Commission under subsection 
(d) of the bill, according to the solicitor general, that should be 
exercised by the court. Under the bill as reported, said he, 
the Commission would be required to sit in judgment on its 
own acts. 

Referring to provisions contained in subsections (d), (f) and 
(g) of section 76 of the measure, Mr. Thatcher said it appeared 
that the Commission, having itself determined in advance that 
the reorganization plan which it proposed was fair and equit- 
able, should thereafter hear and determine the rights of indi- 
vidual security holders who were entitled to come into a 
court and he heard on a question already determined by the 
Commission in their absence, and before any opportunity would 
be afforded them to consider the provisions of the plan proposed 
and approved by the Commission. He said this situation pre- 
sented a fatal objection to the provisions of subsections (f) 
and (g) of section 76. Continuing, he said: 


Furthermore, there are questions to be determined by the court 
which will.not be included in the record of the proceedings before 
the commission, but which must be considered by the court in 
concluding whether the plan proposed and approved by the com- 
mission may be confirmed over the objection of dissenting security 
holders whose interests will be affected. For instance: Under clause 
(4) of subsection (c) questions affecting the validity of claims and 
liens, the division of creditors and stockholders into classes for the 
purposes of the plan; the determination of priorities, and many other 
matters affecting the equities as between groups of contending se- 
curity holders, will undoubtedly arise for determination by the court. 
Another matter directly related to the rights of security holders to 
approve and participate in the plan is the solvency or insolvency of 
the corporation, which the judge must determine under subsection (e). 

These questions, having been decided by the court, must be con- 
sidered in their bearing upon the confirmation of the plan, but under 
the provisions of subsection (g) are all excluded from the considera- 
tion of the court unless they have been made part of the record be- 
fore the commission. 

The very purpose of subsection (d) is that the commission shall 
take the lead in formulating a plan acceptable to two-thirds of the 
security holders of each class whose rights are to be affected by it. 
This is perhaps the most important function the commission will have 
to perform. It is nonjudicial because the action of the commission, 
to be effective, must, under the terms of the statute, be approved by 
two-thirds of the security holders of each class. The process is one 
of conciliation, not of adjudication. The commission will inevitably 
be required to consider the demands of the various groups of security 
holders and will not be in a position to resolve their conflicting claims 
unless agreement results from a process of trading over the pro- 
visions of the plan which is to be finally approved by the commission 
and accepted by the security holders. It being the function of the 
commission to formulate and approve the plan and to control the 
negotiations which lead to its acceptance by the security holders, it 
is obviously improper to give the commission the power to pass judg- 
ment upon questions directly affecting the property interests of the 
security holders whom it must conciliate. The two functions should 
not be exercised by the commission, 

The creation of an impartial, disinterested, responsible agency 
which may lead and control] the negotiations by which the requisite 
majorities of security holders may be brought into agreement upon 
the acceptance of a railroad reorganization plan approved by the com- 
mission will go very far toward solving the abuses which have been 
incident to railroad reorganizations in the past. The commission 
should have this power and in its exercise should have the widest 
powers of inquiry. It should be free to consider whether the plan is 
fair and equitable from the standpoint of the security holders and 
financially sound and desirable in the public interest. 

In exercising its judgment upon a plan the commission should 
be fully informed regarding all fees, costs, and allowances, and 
should be free to condition its approval of the plan upon such ex- 
penses being kept within limits which it deems to be reasonable and 
in the public interest. Unless upon consideration of all these mat- 
ters the commission shall affirmatively approve the plan, no court 
should be authorized to make it effective. But when the plan has 
thus been approved by the commission there must be a full judicial 
hearing before the court for those security holders whose interests 
will be affected by the confirmation of the plan and who have not 
accepted it. 

A hearing before the commission, which has approved and rec- 
ommended the plan, will not suffice, even though its conclusions may 
be subject to review in the court. It is important, in the interests of 
fair play and due process in the administration of justice, that the 
Interstate Commerce Commission should not be required to sit in 
Judgment upon its own acts. Subsection (f), as presently drawn, re- 


quires it to do so, and subsection (g) confines the review of its 
determination to the record before the commission, which, as here- 
tofore pointed out, may be entirely inadequate. 

_ The inconvenience to security holders (particularly those in the 
minority) of traveling to Washington in order to appear before the 
commission in opposition to the plan which the commission has al- 
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ready formulated and approved should be considered in this con- 
nection. 


The House passed the Sumners bill providing for reorgan- 
ization of railroads and sent the measure to the Senate. Chair- 
man Rayburn, of the House committee on interstate and for- 
eign commerce, said that it was inevitable that some of the 
railroads “must pass through the mill. They must go through 
the wringer. There is not a question in the world about it. I 
believe, therefore, that in order to save confidence, in order to 
protect stockholders, in order to protect bondholders, in order 
to protect everyone who is a creditor of a railroad and the 
public as well, we should pass this or some other legislation at 
the earliest possible hour, to put an end to these long drawn- 
out, these expensive, these unnecessary, and in many instances 
these disgraceful receiverships that have happened in the past.” 

Senator Hastings, of Delaware, has introduced S. 5551, a 
bill to amend the federal bankruptcy act, including provisions 
for reorganization of railroads. The Hastings bill is similar 
in some respects to the Sumners bill but not identical. 


Commission Views 


Commissioner Eastman, on behalf of the legislative com- 
mittee of the Commission, in a report to Senator Hastings, of 
Delaware, has submitted views on the proposed bankruptcy 
legislation providing for reorganization of railroads. 

Asserting that “unless economic conditions improve mate- 
rially and rapidly;’ a considerable number of railroads will find 
it necessary, in order to function effectively under private 
credit, to accomplish a financial reorganization “which will re- 
duce their fixed charges and provide an opportunity for the 
issuance of new securities of assured value,’ the report says 
that both the House and the Senate bills have advantages over 
present procedure and that the House bill has further advan- 
tages not included in the Senate bill. There are criticisms, 
however, which can fairly be offered to both bills, the report 
states, although of the two it is believed that “the House Dill 
is much to be preferred and that, if it is deemed impracticable 
or inexpedient to deal more fundamentally with the problem, 
it would effect changes in present procedure which would be 
a considerable improvement from the standpoint of the public 
interest.” The commission would prefer to see an attempt 
made to deal more fundamentally with this matter, says the 
report, but realizes that the time is short, if anything is to be 
done at the present session, and adds that the “need for action 
is urgent.’ Various amendments which the commissioners be- 
lieve the House bill needs are explained in detail in an ap- 
pendix. As to the need of such legislation the report says: 


Railroad receiverships and the reorganizations which follow them 
have been severely ertiticized, chiefly because of the great incidental 
expense which they have involved, the continued domination of the 
property by the interests which may have been in part responsible 
for its financial troubles, failure to deal fairly with the interests of 
the various classes of security holders, and failure to accomplish a 
reorganization which sufficiently protects the financial future of the 
property. These are not criticisms which have universal applica- 
tion, but they have been merited in enough cases so that the sit- 
vation is very serious. 

After a general description of the typical procedure under 
present practice the report also mentions the following, among 
reasons for dissatisfaction with it: 

The general inability of courts to exercise proper supervision over 
the proceedings, due to the demands of their other work and their 
unfamiliarity with railroad affairs ...and. the fact that the 
Commission, which has the final duty under the interstate commerce 
act of protecting the general public interest with respect to the 
issuance of railroad securities, is required to exercise this duty under 
most embarrassing and difficult circumstances and after every other 
step has been taken and when it must either approve or undo every- 
thing which has been done. 


As a preliminary to the discussion it is stated that “the 
Commission has no ambition to have further duties with re- 
spect to reorganization plans, realizing that very difficult ques- 
tions are involved and that the work is likely to be worse than 
thankless,” but that the Commission has greater acquaintance 
with railroad affairs than any court or other public body pos- 
sesses, and it also has the assistance of a staff of accounting 
and financial experts. 

“A thorough going reform or reorganization procedure in 
the public interest would entrust the working out of an equi- 
table and effective reorganization from the beginning to some 
well-informed, well-equipped and disinterested branch of the 
public service, just as has been done to a considerable extent 
in the case of banks and insurance companies,” the report says, 
after pointing out that neither of the two bills does anything to 
correct the present situation so far as the selection of reor- 
ganization managers and committees is concerned. Continuing, 
it says: 


This could be done through a special court created for this single 
purpose, or through a special department of the Commission like- 
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wise created for the purpose. We have no doubt that capable and 
experienced men could be employed, in part permanently and in part 
temporarily, by a court or department who would be able to perform 
adequately and efficiently, and at much less cost, the work which 
would be performed under e‘ther the Senate or the House bill by the 
trustees, reorganization managers, and their counsel. And under such 
an arrangement the cost of the work could be met in precisely the 
same way as under either of these bills, namely, by a charge against 
the property or properties being reorganized. 

The legislation which you are considering is, in short, hybrid 
legislation. It recognizes the evils in the present system of reorgan- 
izing railroads, but instead of dealing with these evils at the source, 
it attempts to correct them by means of coordinate regulation. The 
Commission is to act as a corrective of possible errors of a pre- 
occupied and, perhaps, inexperienced court, and together they are 
to watch and supervise, with the aid of trustees, the process of formu- 
lating and procuring agreement to a plan of reorganization 


Among the advantages over present procedure which the 
two bills have in common, the commissioners see the following: 


These bills would substitute a trusteeship, which would in prac- 
tical effect be very like a receivership, but would probably arouse less 
apprehension 

Creditors and stockholders would have a better opportunity to 
be heard in regard to the appointment o fthe trustees than they now 
have to be heard with respect to the appointment of receivers, due 
to the provision for a temporary appointment to be followed after 30 
days and a hearing, a permanent appointment. 

The opportunity of creditors and stockholders to suggest and have 

considered a plan of reorganization different from that proposed by 
the reorganization managers would probably be somewhat better than 
at present, due to the fact that such an opportunity is provided for 
specifically in the bills. 
; Since the bills provide that the plan when adopted shall be bind- 
ing upon dissenting stockholders and unsecured creditors of any class 
which has accepted the plan (the House bill extends this to secured 
creditors also), it is possible that reorganization could be accom- 
plished without a sale of the property. 


_ The effect of the bills would probably be to expedite reorganiza- 
tion, in comparison with the process under receivership, although this 
is not certain. : 

Due to the specific authority given to the Commission to fix at 
least a maximum for certain reorganization expenses, there would 
probably be a greater measure of control over these expenses than 
at present, although this is not certain. 

The Commission would have more specific authority than at pres- 
ent to consider the equity of the plan, so far as the various classes 
of creditors and stockholders are concerned. 


As compared with the Senate bill, in the opinion of the 
commissioners, the House bill also has further advantages, 
among which are mentioned: 


The Commission . . . is not brought into the matter un 
Senate bill until all negotiations over the plan have been eae 
and it has been accepted (as the term is defined in the bill) by the 
creditors and stockholders. The Commission would, therefore, be 
subject to the same embarrassment and difficulty under which it ‘now 
labors in considering security issues in connection with railroad re- 
organizations following receiverships, namely, of being placed in a 
position where it must either approve, or, by disapproving. compel 
another long process of negotiation over a new and different plan. 
Indeed the result might be to plunge the road into receivership, since 
the bill provides that the judge shall, if a plan is proposed and ac- 
cepted but not confirmed, ‘dismiss the proceeding.’’ Moreover. it 
is doubtful whether, under the Senate bill, the Commission has any 
final power over either the plan or over the issuance of securities 
and transfer of properties thereunder. : 


“The House bill corrects this situation by providing for a public 
hearing, before any plan can be submitted to the security holders for 
acceptance, at which hearing the merits of the plan proposed by the 
reorganization managers and of any other plan which a group of 
creditors may propose shall be considered thoroughly. Thereafter the 
Commission is to render a report recommending whatever plan it be- 
lieves will be equitable, financially advisable, and in the public inter- 
est, together with its reasons therefor. Any subsequent action taken 
by the reorganization managers and the creditors and stockholders 
would, therefore, be taken with full knowledge and warning of the 
Commission’s attitude and with the advantage of its reasoning based 
on evidence of record. It should not be forgotten, in this connection, 
that the Commission represents a most important interest which is 
not at all represented by the reorganization managers, the company 
or its creditors and stockholders—namely, the public interest. It is 
highly desirable that this interest should be represented at an early 
stage in the proceedings, and not only at the very end after the 
plan has been submitted to and accepted by the security-holders. 
Such a prior hearing will also give stockholders and creditors who are 
dissatisfied with the policies of the reorganization managers a much 
better opportunity to be heard at a time when a hearing may be of 
some avail. 

The House bill also safeguards the ultimate authority of the 
Commission over the issue of securities, and the transfer, acquisi- 
tion or consolidation of properties by the railroad companies involved, 
an authority which must be preserved if the policy of the interstate 
commerce act is to be followed. As aforesaid, the Senate bill leaves 
this authority in doubt. 

In view of the preoccupation of the courts with other matters and 
their comparative unfamiliarity with railroad affairs, it seems de- 
sirable that they should have the help from the Commission which 
the House bill provides, in acting upon the original petition, in ap- 
pointing the trustees, and in fixing the compensation to be paid to 
the trustees, reorganization managers, committees, attorneys, etc., 
for services rendered and expenses incurred in connection with the 
plan of reorganization and the proceedings during the truste¢ship. 


R. C. C. REPORT 


According to the monthly report of the Railroad Credit Cor- 
poration, filed with the Commission, that corporation had at 
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January 31, 1933, either actually made or authorized loans to 
railroads to meet their fixed interest obligations totaling 
$53,259,918. Of that amount, $48,163,052 represented loans ac- 
tually outstanding, $1,236,647 had been repaid, leaving a balance 
of $3,860,219 to which the corporation is committed. 

Reported rate increases, under Ex Parte 103, according to 
the report, totaled $57,159,070 in the first eleven months of 
1932, and amounted to $4,957,977 in November. 

In a letter addressed to chief executives of participating car- 
riers and accompanying the report, E. G. Buckland, president 
of the Railroad Credit Corporation, said: 


During the year 1932, the sum of $4,601,333.98 was set aside in a 
special deposit in order to provide a liquid reserve for tax refunds con- 
templated by the plan. Claims aggregating $66,211.76 have been ap- 
proved and paid, leaving an available balance of $4,535,122.22. <A re- 
cent survey indicates that this sum will be sufficient to meet pres- 
ent estimated demands. Accordingly, the fund will be retained as 
now constituted until and unless a more definite statement of actual 
requirements warrants a change. 





RAIL INCOME STATISTICS 


Class I steam railways in the eleven months ended with 
November, according to the compilation of the Commission’s 
Bureau of Statistics of monthly reports from such carriers, had 
a defiicit of $156,188,907 in their net income in comparison with 
a net income of $104,915,409 in the corresponding period of 
1931. The compilation is of reports from 165 steam railways, 
including 17 switching and terminal companies. They had a 
net railway operating income of $302,796,445 in the eleven 
months ended with November as compared with $512,238,229 
in the corresponding period of 1931. 

Dividend declaration, from income and surplus, totaled $65,- 
662,159 on common stock as compared with $245,084,646 in the 
corresponding period of 1931; and $15,478,800 on preferred stock 
in comparison with $45,095,846 in the corresponding period of 
1931. 

Total current assets were $1,075,941,371 in the first eleven 
months of 1932 in comparison with $1,267,889,035 in the corre- 
sponding period of 1931. Total current liabilities were $1,062,- 
736,295 in the first eleven months of 1932 as compared with 
$1,107,376,558 in the corresponding period of 1931. 

In November the carriers had a deficit in their net income 
of $9,975,520 in comparison with a deficit of $5,212,095 in No- 
vember, 1931. In November their net railway operating income 
was $34,347,141 as compared with $36,935,663 in November, 1931. 





POTATO RATE REDUCTIONS 


Senator Schall, of Minnesota, has submitted to the Senate 
a letter from W. P. Kenney, president of the Great Northern, 
informing the senator as to emergency rates on potatoes. (See 
Traffic World, Jan. 28, p. 168.) Mr. Kenney quoted a letter sent 
to a potato shipper. In part, he said: 


As I have advised you, the southwestern situation was dealt with 
at a meeting of the southwestern lines’ general traffic committee held 
at St. Louis on January 17. We presented our proposal and the record 
finally adopted by the southwestern lines contemplates the establish- 
ment of a base emergency rate of 66 cents from the Princeton-Cam- 
bridge and Waupaca districts to that portion of the Southwest on and 
east of K. C., M. & O. Railway, from Little Sandy to San Angelo, 
thence through San Antonio to Corpus Christi. Rates from other 
origin areas will be based over Princeton-Cambridge. The proposed 
rate from’ Red River Valley group 1 will be 70 cents, from Red River 
Valley group 2 will be 73 cents, and from Red River Valley group 3 
will be 76 cents. * * * 

I believe you are also interested in the other phase of this emer- 
gency rate publication which deals with the rates into New Orleans 
and Mobile. We received late yesterday a telegram advising that 
the Interstate Commerce Commission had granted our sixth section 
petition for publication of a blanket emergency rate from points of 
origin in the Princeton-Cambridge and Red River Valley territories 
of 66 cents to New Orleans and Mobile. This rate will become effective 
February 5, and will be carried in Agent E. B. Boyd’s Tariff No. 10-1. 


TENTATIVE VALUATION 


Valuation No. 1164. Tentative valuation of the Patapsco & 
Back Rivers Railroad Co. as of December 31, 1927. Final value, 
of total property owned, $1,725,000, and of total property used, 
$2,165,000. 

Valuation No. 1165. Tentative valuation of the Baltimore & 
Eastern Railroad Co. as of December 31, 1927. Final value, of 
total property owned and used, found to be $74,000. 

Valuation No. 1163. Tentative valuation of the property of 
the Flint Belt Railroad Co., as of Dec. 31, 1927. Final value of 
the property owned and used $970,000. 


DRISCOLL FOR COMMISSIONER 
The executive committee of the Texas and Southwestern 
Cattle Raisers’ Association and the Traffic Club of Tulsa have 
adopted resolutions advocating the appointment of H. D. Driscéll 
as a member of the Interstate Commerce Commission. 
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February 4, 1933 


RAILROAD LOAN INQUIRY 


The Trafic World Washington Bureau 


Senator Couzens, of Michigan, chairman of the Senate in- 
terstate commerce committee, has brought about an investiga- 
tion into loans to railroads by the Reconstruction Finance 
Corporation. He offered a resolution proposing that loans to 
railroads be held up until Congress should otherwise provide. 


The resolution, referred to the banking committee, was 
made the basis of the investigation, Chairman Norbeck, of that 
committee appointing a subcommittee to inquire into the mat- 
ter. Senator Couzens heads the subcommittee. The other mem- 
bers of the committee are Goldsborough of Maryland; Blaine of 
Wisconsin; Fletcher of Florida and Wagner of New York. 

Senator Couzens urged that the making of loans to rail- 
roads be suspended until action was taken on the Sumners bill 
providing for reorganization of railroads. 


“It is apparent,” said the senator, “that large numbers of 
the railroads are in distress. It is equally apparent that we 
can not, with the taxpayers’ credit, maintain the capital struc- 
ture of many of the railroads that are in difficulties.” 

Senator Couzens said the Missouri Pacific had pending an 
application for a loan of $3,800,000 that it wanted by February 
1 and that there was another application for $3,000,000 March 1. 
He said the company had maturities coming due May 1 of 
$34,000,000. Continuing, he said: 


It is perfectly apparent to me, at least, that the federal govern- 
ment cannot maintain that debt strucure; and unless some form 
of legislation is set up for reorganization of the capital structure of 
many of these railroads, or unless they set up some voluntary system 
of reorganization and recapitalization, they will have to go through 
receivership. ; 

It is perfectly plain that the credit of the taxpayers cannot be 
used indefinitely; and yet we have the house of Morgan and the house 
of Kuhn, Loeb & Co. coming to the Reconstruction Finance Corpora- 
tion and begging for these loans. They attempt to assure the Recon- 
struction Finance Corporation that the security is. quite adequate, and 
yet they will not themselves make the loan. 

The president of the American Bankers’ Association recently said, 
“What we need is a loosening up of credit.’’ I admit that; and yet, 
when it comes to these bankers loosening up credit, they refuse to 
act. Not only do they urge upon a governmental agency that it 
make these loans but they assure the governmental agency that the 
security is adequate. If such is the case and the bankers agree that 
what we need is a loosening up of credit, I submit that it is time 
for the federal government to stop making the loans and leave it up 
ro ry — to take care of what they themselves claim is necessary 
o be done. 


Whether or not Congress should continue the authority for 
the making of loans to railroads through the R. F. C. was the 
principal question raised at the opening hearing, January 31, 
before the banking subcommittee of the Senate. In addition to 
the members of the committee, there were present Atlee 
Pomerene, chairman of the R. F. C.; Commissioners Eastman 
and Mahaffie; Alfred P. Thom, general counsel of the Associa- 
tion of Railway Executives; Miles C. Kennedy, chief examiner 
of the railroad division of the R. F. C.; and others. 

Chairman Couzens, at the beginning of the hearing, referred 
to data in a list of railroad loans prepared by the R. F. C., the 
total figures being substantially the same as those made public 
last week in the report of the corporation to Congress. 

In discussing the making of loans to railroads and the re- 
sulting benefits to creditors of the roads, Mr. Pomerene ex- 
pressed the opinion that conditions were improving last Sep- 
tember, October and November; that in the banking field he 
believed they were still improving but that, of course, with 
respect to the railroads improvement in their situation was 
dependent on industry. If some of the loans had not been 
made to railroads, he said, unquestionably a number of them 
would be in the hands of receivers. He believed that if receiv- 
erships could be avoided it would be for the benefit of entire 
industrial, financial and commercial world. 


_, Chairman Couzens inquired whether conditions were any 
different now from what they were a year ago. Mr. Pomerene 
thought that was a rather difficult question to answer. Referring 
to the fact that there would be substantial railroad maturities 
to meet this year he said that his posiion was, and hat he be- 
lieved that he reflected the feeling of the other members of 
the corporation, that if there was no other possible way of 
financing the roads and avoiding receiverships his belief was 
that “we ought to continue these loans.” On the other hand, he 
said, he had the feeling that some of the larger banks that 
were 75 to 110 per cent liquid ought to play a larger part in 
financing these carrier loans and in renewing them. He said 
the railroads had gone to the banks for help and had obtained 
none. He said that he had taken the position that it was up 
to the banks to help refinance the railroads. He referred to 
One instance in which he said the corporation had authorized 
4 loan of 25 per cent of the total amount due with the under- 
Standing that the holders of the notes would extend the other 
‘9 per cent. He said that bankers were the receivers of all 
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the cash in the community and that after they had it they 
treated it as if it were in cold storage. 

Chairman Couzens asked about investment bankers who 
made great profits out of railroad financing in the past and 
Mr. Pomerene thought it was their duty to help in the present 
situation. 

Inquiry was made as to the value of securities taken as 
collateral for loans made by the R. F. C. to railroads at the 
time the loans were made and at the present time. Securities 
listed on the market exchanges taken as collateral for loans 
made to the Baltimore & Ohio were valued at $70,697,000 on the 
basis of market quotations when originally taken and had 
dropped to $64,039,000 on December 10 and there had been lit- 
tle change since, it was testified by Mr. Kennedy. Chairman 
Couzens asked the corporation to prepare a statement showing 
values of securities held as collateral for railroad loans. 

It was brought out that railroad bond maturities this year 


would amount to $131,200,000. 


Chairman Couzens brought to the attention of witnesses an 
exhibit put in the recent Ex Parte 103 further hearing by the 
railroads showing that in the eight months ended with August, 
1932, out of 162 class I roads, 125 or 130 ran at a loss. He 
asked Commissioner Eastman, in the light of those statistics, to 
make a statement as to the future of roads that made losses 
even in excess of fixed charges with relation to the future rail- 
road loan policy of the government. The commissioner was 
to answer the question the following day. Mr. Couzens said 
his objective was to find out if there was any way in which 
Congress could better direct the making of loans to railroads 
or whether it should do anything about the situation. Chair- 
man Couzens also asked Mr. Eastman to submit a statement as 
to what differences existed in values of railroad properties as 
found by the Commission in the past and present day values 
based on present decreased prices. He thought there was a 
question of whether railroads with properties which had de- 
preciated substantially in value could maintain their securities 
of a par value greatly in excess of the depreciated value of the 
properties. Senator Wagner asked Mr. Eastman whether in 
his opinion it would be desirable abruptly to end the making 
of loans to railroads now. Mr. Eastman said he would post- 
pone his answer, if he might, until the following day, and the 
senator said that would be satisfactory. 

Chairman Couzens indicated that he did not think that the 
corporation had made loans in the light of the declared policy 
of Congress in the Reconstruction Finance Corporation act pro- 
viding that loans should be made in the interest of agriculture, 
industry and commerce. Mr. Pomerene’s view was that the 
corporation, in making railroad loans, had obeyed the mandate 
of the law that they be fully and adequately secured but said 
that, of course, judgment had to enter into the matter and that 
the judgment of Senator Couzens might be different than that 
of the corporation. As a matter of fact, he said, there were 
differences of opinion among the members of the corporation. 
Senator Couzens, in this matter of judgment, said the problem 
was in finding the yardstick and that he did not know where 
you could find it. Senator Wagner said that you had to exer- 
cise judgment somewhere, and Mr. Pomerene agreed with that. 
The question came up of making loans from the standpoint of 
expediency, but while he admitted that expediency might have 
figured in the making of some loans, Mr. Pomerene contended 
that the corporation had endeavored to carry the policy of Con- 
gress as enunciated in the R. F. C. act. 

In answer to a question by Senator Wagner as to whether 
the government should continue making loans to railroads or 
stop them as proposed in the Couzens resolution, Mr. Pomerene 
said that if the authority to make the loans were to be cut 
off entirely he thought that would be a serious mistake. On 
the other hand, if the corporation were to make loans on the 
ground alone of expediency that would be a very grave mis- 
take. If loans were made on the ground of expediency, said 
Senator Wagner, that would be a violation of the statute and 
he assumed the corporation would not be guilty of that. Mr. 
Pomerene told of the corporation turning down a loan of a 
railroad still indebted to the government for a loan made under 
section 210 of the transportation act along about 1922. Senator 
Blaine thought that advancng money for taxes, wages, etc., 
involved the element of expediency. 

Mr. Pomerene pointed out that loans to railroads that had 
been made to pay off bank loans totaled $37,000,000 plus, which 
figured about 11 per cent of the total amount made to railroads. 
Senator Couzens thought that the corporation had been some- 
what delinquent in its duty in making loans to enable railroads 
to pay off loans to banks. Again the question came up as to 
the exercise of judgment in the making of loans. Mr. Couzens 
thought that Mr. Pomerene had tried to minimize the amount 
of money that had gone to the banks. Mr. Pomerene asked 
whether Mr. Couzens would have cut out the making of such 
loans entirely, and Mr. Couzens said that he did not know that 
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he would. Senator Blaine remarked that the banks had obli- 
gations to others than to railroads alone. Mr. Kennedy pointed 
out that most of the bank loans that were paid off had been 
made for short term periods to meet obligations over the year 
end before the corporation began operating and that the rail- 
roads wanted to make these loans for longer terms than they 
could obtain at the banks. He said the corporation had, 
generally speaking, made the banks carry half of such loans 
and that it really had put pressure on the banks and made 
them make loans that they would not ordinarily make. 

It was brought out that, though the Commission had re- 
cently approved a loan to the receivers of the Seaboard Air 
Line, the R. F. C. had not made a loan to them. 


Eastman Testifies 


Commissioner Eastman, with Commissioner Mahaffie con- 
curring, and Daniel Willard, président of the Baltimore & Ohio, 
told the banking sub-committee February 1 that it would not 
be wise to suspend the making of loans to railroads by the 
R. F. C. Mr. Willard said it would be a very serious thing if 
the government, having embarked on the policy of aiding the 
railroads through government loans, should now stop making 
loans. That statement was made when Senator Wagner asked 
whether stopping the loans might not result in catastrophe. 

At the close of the hearing adjournment was taken subject 
to the call of Chairman Couzens. Observers at the hearing 
were inclined to the belief that the sub-committee, in all prob- 
ability, would not recommend that the Couzens resolution to 
hold up the loans be passed. 

Commissioner Eastman, before replying to the questions 
which had been asked the day before, said that he was speaking 
for himself alone because he had not had time to consult the 
other members of the Commission except Mr. Mahaffie and that 
he did not think that the latter disagreed with him. 

“The question,” said Mr. Eastman, “is whether it would be 
wise to suspend the making of loans to railroads by the Recon- 
struction Finance Corporation, as provided in S. J. Res. 245. 
My answer is ‘No.’” 

He continued as follows: 


Government loans to railroads are justified, in my opinion, if 
funds cannot be obtained on reasonable terms from private sources, 
if it appears that the security offered will be adequate and if it 
further appears that the results will promote or protect the public 
interest. It is possible to be certain only of the first of these 
conditions. The adequacy of the security and the effect upon the 
public interest are, in the last analysis, matters of judgment involv- 
ing a forecast of the future. Broadly speaking, justification for 
government loans involves an assumption or belief that they will 
serve to bridge over a comparatively brief period of stringency at 
the end of which time such loans will not be necessary. Obviously a 
debtor cannot be helped indefinitely by continual increase in debt. 

When the policy of Reconstruction Finance Corporation loans to 
railroads was inaugurated, it was apparently the assumption that 
there would be a comparatiely early recovery from depression. In 
the assumed interim, the loans served in part to prevent an epidemic 
of receiverships, which might have caused a further serious shock to 
financial conditions; in part to prevent a suspension of tax payments 
or payments to needy creditors which might have had a serious 
effect in certain regions or localities; in part to prevent a suspension 
of construction work which was furnishing employment; and in part, 
perhaps, to prevent a suspension of actual transportation service. 

At the present time the hope of comparatively early recovery 
from depression is less widely entertained. There are, however, 
certain railroads in a better financial condition than others, which 
may need loans, which have not exhausted their collateral, and 
which can probably be carried on by means of such loans for some 
considerable time without need for financial reorganizations. There 
are others which will probably need early financial reorganization, 
but which might through government loans be saved from receiver- 
ship long enough to take advantage of the new legislation providing 
for — eae a of railroad reorganization, if such legislation is 
enacted. 

Government 'loans should not, in my opinion, be made without 
adequate security, and under present conditions that would ordinarily 
mean sufficient collateral to protect the position of the government 
in the event of a possible financial reorganization. Some roads which 
seem doomed to financial reorganization have pledged their available 
collateral to sth an extent that they may not be able to obtain 
further loans under the present statute. They might be saved from 
receivership pending the enactment of the legislation which I have 
mentioned, if the government were empowered to make loans for 
purposes for which receivers’ certificates may be issued, upon condi- 
tion that the government be given a lien prior to existing indebted- 
ness, or upon condition, in the case of large bond maturities, that 
the government be subrogated to the lien of the maturing indebted- 
ness. While I am not yet able to express any positive opinion as 
to the legality of such legislation, I think it quite possible that it 
would be legal, and that it merits serious consideration. 

It should also be borne in mind that when once loans are made, 
further loans may be desirable to protect them. 

Summing up the matter, I believe that, unless Congress dis- 
trusts the judgment of those who administer the railroad loan pro- 
visions of the Reconstruction Finance Corporation act, it would not 
be wise to suspend the making of all such loans. 

_ The question is whether in view of the results of railroad opera- 
tion for the first eight months of 1932, and having in mind the pos- 
sibilities with respect to railroad earnings in the future, there are 
individual railroads or groups of railroads to which further loans 
— be made. The answer is that there are such individual 

The statement in regard to railroad earnings for the first eight 

months of 1932, which was presented by the railroads at the recent 
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hearing before the Commission in the surcharge case, shows the ex- 
tent to which the individual class I railroads, and regional groups 
thereof, failed to earn their fixed charges in 1932. It does not on 
its face show the extent to which they failed to earn operating ex- 
penses. Moreover, the showing as to fixed charges is to some ex- 
tent misleading, because it apparently includes in the fixed charges 
of railroads which are in receivers’ hands all such charges of the 
railroad company, notwithstanding that many of these charges are 
in default and need not be paid by the receiver prior to the payment 
of interest on receivers’ certificates. 

I mention this fact because it has a bearing on loans to receivers. 
For example, the Commission approved a loan to the receivers of 
the Mobile & Ohio to be secured by receivers’ certificates having a 
first lien upon the entire property. The loan was necessary in order 
to meet payments which it had to meet to avoid a break-down in 
transportation. Although the road was earning only a compara- 
tively small margin over operating expenses, the Commission re- 
garded the certificates with their first lien as adequate security. 

So far as the future earnings of the railroads are concerned, the 
Commission has proceeded, in approving loans, on the theory that 
net earnings would eventually improve, as the country recovered from 
depression, although probably not to the level of past earnings. It 
appears, from the operating economies which have been forced by 
adversity, including the reduction in wages and in the prices of ma- 
terials and supplies, that a very substantial recovery in net earnings 
will be possible with the recovery of a comparatively small part of 
the traffic which has been lost since 1929. The Commission, in short, 
has not lost all optimism with respect to future railroad earnings, 
and has not approved loans on the theory that present depressed 
earnings are a sound criterion of what may be expected in the future, 
having in mind both operating revenues and operating expenses. On 
the other hand, it has not assumed that there would be an early or 
rapid recovery in net earnings, that return to the level of earnings 
in the boom period is to be expected, or that financial reorganization 
can be avoided in all instances. It has also assumed, in appraising 
the adequacy of security, that Congress intended that the govern- 
ment should take somewhat more risk than would be taken under 
present conditions by private bankers. Otherwise no loans would 
be made. 

It is impossible, in my opinion, to draw any hard and fast line 
or lines between railroads, so far as the making of loans is con- 
cerned. The circumstances differ radically with respect to individual 
roads. A road with very poor earnings may be able to offer col- 
lateral having a first lien on the entire property. A road with bet- 
ter earnings may have inferior collateral to offer. The trend of 
earnings in the past and, so far as can be foreseen, for the future, 
may differ widely. Each case involves the assembly of all the availa- 
ble pertinent facts and the exercise of judgment accordingly. Judg- 
ments are fallible, and ours are no exception, but we do the best 
we can. 

I have here a statement showing all the railroads which had a 
deficit in net railway operating income in 1932, as nearly as we can 
determine it. There were 60 in all. Of these, 25 are subsidiaries of 
stronger roads, 9 are in receivership, 9 are controlled by foreign sys- 
tems, 7 may be classified as short lines, 6 are controlled by steel 
companies, and one by a copper company. The others are the Chi- 
cago & Eastern Illinois, the Milwaukee, and the Gulf, Mobile & 
Northern. : i Sa : 

The question is what approximate effect the decline in commodity 
prices and in wages and the shrinkage in land values has had upon 
railroad valuations. I cannot now give a categorical answer to this 
question, but I may be able to give information which will throw 
some light on it. 

At the outset the nature of our railroad valuations should be 
understood. They are not determinations of what railroads are worth 
in the market, but valuations for rate-making purposes. That is to 
say, they are determinations under the law of the land of the fair 
amount upon which railroads should be permitted to earn, or rather 
should not be prevented by public regulation from earning, a reason- 
able return. This amount, which is sometimes referred to as_ the 
rate base, may in some instances and at some time be above 
and in others be below the commercial value of the property. From 
the standpoint of government loans to the railroads, the present and 
prospective earnings of the properties are much more important than 
these values for rate-making purposes. The latter, however, are of 
use in determining whether or not a railroad is overcapitalizd or over- 
burdened with indebtedness. In other words, if the capitalization 
exceeds the value for ratemaking purposes and the indebtedness forms 
a large part of this capitalization, that is evidence that the railroad 
will have difficulty in prospering even in what may be deemed 
normal times. ; 

In ascertaining the rate-making value of a railroad, the chief 
factors which are taken into account are its estimated original cost, 
the estimated cost of reproduction new of its physical property, 
the present value of its lands, the amount of depreciation in its 
property, and what is known as going concern value. The Supreme 
Court has not yet indicated definitely what weight is to be given 
to these various factors. In the so-called O’Fallon case, - which 
went up to the Supreme Court, the Commission gave very great 
weight to the original cost or prudent investment. The court found 
that the Commission had not given due consideration to present cost 
of reproduction. Since then the Commission has given greater, but 
not controlling, weight to this factor. 

The Commission’s basic valuations, which have been completed, 
were made as of various dates, most of which were prior to our 
entrance into the world war. While a great part of the necessary 
data has been accumulated, these valuations have not in most in- 
stances been brought up to date. Since the original valuation dates, 
there have been many additions and betterments to the properties 
and replacements. There has also been a great change in com- 
modity prices and land values. Much of the property was installed 
before the great rise in prices incident to the world war. Therefore 
the cost of reproduction was for some years after the war very much 
higher than original cost, and it still is higher on the average. There 
has been a lesser fall in the cost of railroad construction, on the 
average, than in commodity prices in general. This is due principally 
to steel rails, and also to equipment to a lesser extent. Compared 
with average prices prevailing in the period 1910-1914, taken as 10, 
the index of railroad cost of reproduction, according to our figures, 
reached 223 in 1920 and has since declined, until in 1932 it was 136. 
The drop from 1929 to 1932 was from 165 to 136. 

While this index is still above the average for the years 1910-1914, 
this does not mean that the present cost of reproduction of every rail- 
road is greater than its original cost. This depends upon the amount 
of property added during the high-price period. 
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In 1931, at the time of the Fifteen Per Cent Case, our Bureau 
of Valuation prepared valuation estimates for the country as a whole 
and by regions. As of December 31, 1930, the cost of reproduction 
new at so-called period prices of all carrier property except land was 
$28,056,415,952. At so-called spot prices, it was $27,189,657,479. Spot 
prices are those prevailing during the year in question. Period prices 
are averaged over a somewhat longer period. Original cost of the 
same property, aS near as it could be estimated, was $22,689,319,063. 
The present value of lands was estimated at $3,778,248,076. The above 
estimates, I should mention, do not allow for depreciation. 


Chairman Couzens asked about the price of steel rails and 
the investigation into that matter by the Department of Justice. 
Mr. Eastman said the department had done a great deal of work 
on that.. There had been a reduction of $3 in the price of 
steel rails since the inquiry was begun, he said, adding in 
response to the question by Senator Couzens that the price of 
steel had not gone down to the same extent as prices of other 
commodities had fallen. 

Asked about the valuation figures submitted in his state- 
ment, Mr. Eastman said that the figure of $28,056,415,952 less 
depreciation would be $22,269,000,000, and that the spot price 
valuation of $27,189,657,479 less depreciation would be $21,- 
581,000,000. 

Commissioner Eastman said it was customary to refer to 
the plight of the railroads as something worse than the plight 
of other industries. He believed that some industries had 
suffered to a greater extent than the railroads. 


Recapture Discussion 


Chairman Couzens made inquiries about recapture of excess 
earnings and in the course of the exchange of questions and 
answers indicated opposition to relieving railroads of recapture 
claims in the past. He did not think, in view of the fact that 
the railroads such as the Norfolk & Western and the Chesa- 
peake & Ohio, for instance, had been allowed to charge rates 
that resulted in large earnings, such roads should be relieved 
from recapture liability. Mr. Eastman discussed the questions 
with respect to recapture substantially along the line of his 
testimony before the House committee on interstate and for- 
eign commerce in the hearings on the proposed legislation for 
revising section 15a, etc, and he referred Mr. Couzens to that 
testimony. Asked by Senator Couzens what period of years he 
would take if recapture were to be based on an average of the 
earnings for a number of years, Mr. Eastman said he would 
take the entire period from the time the act was passed in 
1920 to the present, as he thought that would be the fair ining 
to do. 

Coming back to the railroad loans, Chairman Couzens said 
that “obviously we want transportation to continue.” He said 
he was wondering whether there was any way for Congress to 
specify for what purposes loans should be made. He believed 
that as things were certain creditors were getting a preference 
over other creditors. Mr. Eastman said he would not know how 
to draft a law to meet the varying needs presented—that that 
would have to be left to the judgment of those administering 
the statute. It was a question, he said, to which he had not 
given particular thought and that he might be able to think up 
a list of needs of railroads for which loans might be made. 

Chairman Couzens said he could not see why manufac- 
turers selling to railroads should have their bills paid by gov- 
ernment loans while other manufacturers were not similarly 
treated. Mr. Eastman said that as to making loans to other 
industries that that was a question for Congress to decide, but 
that he had indicated that the railroad loans had served the 
public interest in various respects. 


Senator Blaine said the entire transportation system was 
passing through an evolutionary process; that under the pres- 
ent arrangements the government was endeavoring to support 
a system physically inflated, and he wondered whether that 
should be continued. Mr, Eastman said no doubt that in cases 
of a number of roads there would be need for financial reorgan- 
ization and that government loans would not prevent that. He 
said they did prevent such reorganizations coming all at once 
and causing substantial shock and disturbance. He said he 
was not quite as pessimistic as to the railroad future as Mr. 
Blaine’s questions indicated. The plight of the railroads, he 
Said, was similar to the plight of most industries, and that all 
the plight sprang from the same general causes. When indus- 
try revived, he said, that would be reffected in rail earnings. 
He believed that while trucks had taken business from the 
railroads, adjustments were going to be made that would help 
to solve that problem and that railroads would use trucks to a 
greater extent as auxiliaries. In all probability, he said, there 
were a good many trucks that were now operating at actual 
loss. He referred to the demand for regulation with respect 
to safety on the highways. Considering all the factors involved 
he saw hope for the railroads as far as motor competition was 
concerned. Senator Couzens thought the commissioner indi- 
cated that the traffic would be driven back to the railroads. 
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The latter said he did not have that in mind, that the trucks 
would be used as auxiliaries to the railroads. He added that 
there was the old adage that necessity was the mother of in- 
vention and that that principle was working on the railroads. 
He thought that through new methods the railroads probably 
would get some of their passenger business back. There were 
a number of things that might and probably would happen, 
with the result that the railroad situation would be improved. 
Mr. Eastman said he was not holding himself out as an expert 
but that from what he did know that he was more optimistic 
than were Senators Couzens and Blaine, taking questions asked 
by them indicating their beliefs. 

Chairman Couzens disagreed flatly with Commissioner 
Eastman as to the plight of the railroads arising substantially 
from the same source as the plight of industry generally. 

“That is not a fact and cannot be substantiated,” said Chair- 
man Couzens, adding that long before the present depression 
railroads were in a plight, and that the condition of the railroads 
was not due to the present plight of industry in general. 

Mr. Eastman said that perhaps he had made his statement 
too broad but indicated that, generally speaking, he felt as he 
had stated about the matter. 


Testimony of Willard 


Mr. Willard said he ventured to hope that the Couzens 
resolution would not be passed. He said he would discuss the 
matter with particular reference to the Baitimore & Ohio. He 
said his road had been one of the heaviest borrowers from the 
R. F. C. He gave the history of the $63,000,000 of bonds due 
March 1 and as to which the R. F. C. has agreed to lend the 
B. & O. half of the cash necessary to meet this maturity. The 
other half is to be paid off in another issue of 5 per cent bonds. 
Mr. Willard said 90 per cent of the holders of the maturing 
bonds already had indicated acceptance of the plan for meeting 
the maturity and that the company expected that 95 per cent 
or more would accept. He then told how this indebtedness had 
been incurred. He was offered the presidency of the B. & O. 
in 1909 and asked to take charge of the property in order that 
it might be equipped to give better service. He took the office 
of president January 15, 1910, and immediately was appealed 
to by West Virginia shippers for better service. To meet the 
demands of shippers for service the $63,000,000 of bonds were 
issued in 1913 to mature in 20 years. Mr. Willard said these 
bonds were maturing in about the most unfortunate period one 
could imagine. He said every dollar received from the sale of 
the bonds was spent in response to demands of shippers for 
service and was put into the property. 

When Mr. Willard referred to bonds issued in 1915 to ma- 
ture in 1995 Chairman Couzens asked whether the property 
covered by those bonds would not be worn out by 1995. In 
this connection Mr. Willard said that he did not agree with 
those who believed that the railroads were obsolete. He would 
not undertake to state what their status would be in 1995 be- 
cause no doubt there would be changes. As to long time rail 
bond issues he said investors had not desired bonds with sink- 
ing fund provisions because they did not wish to be bothered 
with reinvestment of their funds and for that reason sinking 
fund provisions had not been attached to them. Chairman 
Couzens thought that investors and insurance companies that 
wished bonds without sinking fund provisions were stupid. Mr. 
Willard did not think that that statement was quite justified. 
Mr. Couzens said he did not want any of his insurance based 
on such bonds that were to run for 100 years. Mr. Willard 
said he supposed his insurance was supported in part by such 
bonds and that he was not concerned about it. He said that 
changes, of course, would come but that the railroads would 
not go out overnight. Chairman Couzens thought buying bonds 
due in 1995 constituted an “insane risk.” 

Mr. Willard said that a better rate of return was obtained 
on bonds if no sinking fund provisions were attached. 

In the course of his testimony Mr. Willard struck at the 
“technocrats.” He said the Baltimore & Ohio locomotives were 
not 99 per cent obsolete as had been contended by them. 

With the exception of remarks made by Commissioner East- 
man as to depreciation accounting, as to which Mr. Willard said 
there was ground for honest difference of opinion, the Baltimore 
& Ohio president said he agreed with the statement made by 
the Commissioner. 

“My views are very generally in accord with those expressed 
by Mr. Eastman,” said he. 

Mr. Willard said the Baltimore & Ohio expected to earn its 
interest this year. Unless there was an increase in business he 
said it would be necessary to make some further reductions in 
personnel. He said the company now had about 32,000 employes 
working full time and that, as compared with the pre-depression 
days, it had laid off between 35,000 and 40,000 employes. The 
decrease in employment, he said in reply to a question by 
Senator Wagner, was still going on. He said he was not expect- 
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ing the Baltimore & Ohio “to break.” It had a capacity of han- 
dling 100 per cent more business than it was now doing, he said, 
and if it had an increase of only 15 per cent in business it could 
meet its fixed charges. He indicated that if it had to cut ex- 
penses further to meet fixed charges, it would do So. 

In a discussion of the general business situation Mr. Willard 
commented on the existing lack of confidence, even in the gov- 
ernment. Senator Couzens called attention to the fact that in- 
vestment in government securities did not indicate a lack of 
confidence. Mr. Willard excepted the government securities 
from his remark. 

Mr. Willard said he agreed with Commissioner Eastman that 
the chief difficulty of the railroads was lack of business. He 
did not think the country was going to continue permanently on 
a 50 per cent basis. He did not think that the railroads were 
greatly overbuilt, as was contended by some. He told how the 
railroads had spent billions of dollars following the war to meet 
insistent demands for improved service in the face of threats 
that unless the railroad managements demonstrated their ability 
to handle the business the government would have to take over 
the roads. In this respect he thought the railroads should be 
regarded in a little different light than private industries. There 
was some railroad mileage that would be abandoned, he said, 
adding that that always had been the case. For the moment 
he believed that the railroads were now feeling the whole weight 
of truck competition, but he doubted whether they would ever 
feel it more than they did now. 

“I am not worried about the railroads unless this is going 
to be a 50 per cent country,” said Mr. Willard, referring to the 
fact that the volume of business was about half what it was 
before the depression. ‘And I don’t think it is.” 

George M. Shriver, senior vice-president of the Baltimore & 
Ohio, made a statement as to the securities posted as collateral 
for the loans obtained by the company from the R. F. C. Of 
loans totaling $67,125,000 the company had thus far received 
$39,287,945, he said. Bonds and stocks posted as collateral for 
the loans had a par value of $181,500,000, he said. These securi- 
ties cost the company $170,680,000. On the basis of market 
quotations on such of the securities that were listed and ap- 
praisal of the remainder, the securities, he said, had a current 
value of $96,673,000. 

In concluding his testimony, Mr. Willard said he believed 
it would be disastrous if Congress stopped the making of R. F. C. 
loans to the railroads. He said he did not care to venture an 
opinion as to how the Baltimore & Ohio might be affected if the 
government’s policy were changed. 

The Baltimore & Ohio, said Mr. Willard, had borrowed from 
the government under section 210 of the transportation act and 
had repaid the money with 6 per cent interest. He said the 
ae ard would repay the money it was borrowing from the 


PASSENGER FARE CUTS 


Though the railroads have not yet made any final or definite 
answers or representations with regard to the suggestion made 
by Commissioner Porter, while he was chairman, that they 
should try for an improvement in their passenger revenues by 
making reductions in fares, issuance of mileage or scrip books 
by western railroads, in accordance with their tariff, Maguire’s 
I. C. C. No. 2420, dated to be effective Feb. 1, is regarded at 
the Commission as a move in that direction of far greater sig- 
nificance than any heretofore made. That tariff provides for 
the issuance of 2,000 and 3,000 mile books. The 2,000-mile book, 
usable in western trunk line territory, for $54, and the 3,000,- 
mile book, usable in western trunk line and mountain-Pacific 
territory, for $81, represent a cut of twenty-five per cent in the 
basic fare of 3.6 cents a mile, down to 2.7 cents a mile. 


Issuance of mileage or scrip books is a return to a practice 
that was practically universal before the world war. Passenger 
business was not desired in the war period. Equipment was 
needed for the fransportation of troops. After the war the 
private automobile and busses, aided, as many believe, by the 
Commission’s approval of the basic fare of 3.6 cents a mile, 
took passenger business from the railroads, so that, according 
to the accounting methods approved by the Commission, that 
part of the business of common Carriers is conducted at a loss 
of nearly, if not altogether, ten cents over the dollar taken in. 

While the issuance of the mileage books is regarded as the 
largest single move, the thousands of excursion fares authorized 
by the Commission on less than statutory notice, it is believed, 
have constituted a reduction such as Chairman Porter suggested. 
His idea, however, is that the railroads could improve their 
position by reducing the basic fares for all trips. 

Commissioner Porter was advised soon after he made his 


suggestion that a committee in each of the three big classifica- 
tion territories was considering the whole subject. Since then 
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there have been reports that eastern carriers were generally 
opposed, while those in the other territories were inclined 
to make such re-arrangements that, even if the basis fare were 
left undisturbed, it would be only a paper rate to which the 
carriers could again resort, if their experiments with reduced 
rates did not yield the desired result. 

Opposition to a reduction in the basic passenger fare was 
voiced at a meeting of the advisory committee of the Associa- 
tion of Railway Executives which considered a report suggested 
as the carriers’ answer to Chairman Porter’s passenger fare 
letter. It is understood that final action was not taken, how- 
ever, and that there will be further consideration of the matter 
by the association before a formal reply is made to the Com- 
mission letter. 


NATIONAL TRANSPORT COMMITTEE 


The Trafic World Washington Burcau 


The members of the National Transportation Committee 
came to Washington January 28 to “obtain enlightenment” on 
the transportation problem, as one member of the committee 
put it, from the members of the Commission, Chairman Rayburn, 
of the House committee on interstate and foreign commerce, and 
the Reconstruction Finance Corporation. They spent the day 
exchanging views with Chairman Rayburn, members of the Com- 
mission and of the R. F. C. 

On leaving the offices of the Commission late in the after- 
noon, Alfred E. Smith, when questioned as to the conference 
with the Commission that lasted about two hours, said the mem- 
bers had come to obtain information from those who knew 
about the railroads—that the only thing he knew about railroads 
was how to buy a railroad ticket. 

There was a general discussion of the transportation situa- 
tion by the members of the committee and members of the 
Commission. It was said that the committee had not informed 
the Commission what its recommendations were going to be. 
After the conference with Chairman Rayburn, Mr. Smith said 
the committee favored repeal of the recapture provisions of 
the transportation act and was in general sympathy with the 
purpose of the bill providing for railroad reorganizations, but 
added that the committee was not familiar with the details of 
the legislation. 

Asked when the committee’s report would be ready, Mr. 
Smith said he wished he knew. Another member of the commit- 
tee expressed the opinion that it probably would be ready about 
the middle of February. 

In addition to Mr. Smith, the other members of the commit- 
tee who participated in the conferences were Bernard M. Baruch, 
Alexander Legge and Clark Howell. Dr. Harold G. Moulton, 
the committee’s expert, accompanied the members. 


CHICAGO TRANSPORTATION PROGRAM 


In a plan for a campaign to bring about a business “step- 
up” for Chicago in 1933, the Chicago Association of Commerce 
includes the following transportation program: 


Revision by the Commission of joint rail-and-lake rates be- 
tween Chicago and the east to regain shipping economies avail- 
able before the railroads assumed control of the boat lines. 

Repeal of the recapture clause of the transportation act. 
The association is sponsor for the bills now pending in Congress 
to relieve the railroads of this unjustified burden. 

Liberalization of the I. C. C. prohibitions restricting trans- 
continental lines from making rates to middle western shippers 
that would assure fair competition with eastern concerns now 
monopolizing coast trade because of much lower rates available 
through the Panama Canal. Here again an association bill is 
before Congress. . 

Final victory in the long-fought effort to secure a single 
rate on all Chicago shipments of canned goods to the great 
southwest consumer area. ; 

Downward revision of rates on wrought iron and steel pipe 
shipments in the Western Trunk Line Territory to put Chicago 
manufacturers on the same basis as their eastern competitors. 

Enactment of the railroad express rule providing aggrega- 
tion of weights for the assessment of freight charges and annual 
savings of $200,000 for Chicago receivers and shippers. : 

Relief from the serious and unjust competition made avail- 
able to New England and other eastern shippers to the southwest 
through operations of the recently instituted Seatrains, Inc. This 
service, making it possible for the east to transfer fully loaded 
freight cars to maritime bottoms for the long haul, without load- 
ing and unloading at the seaports, and apparently at variance 
to the existing law, is severely injuring already impoverished 
railroad lines, as well as adding materially to the problems of 
central west shippers. on 

Strict observance of proceedings now before the _ Illinois 
commission involving intercity traffic from Chicago and motor 
truck operation within the city to obviate any monopoly of local 
transportation and to assure efficiency in service. 

Establishment of single check system of payment for all 
freight charges on all railroads through establishment of a cen- 
tral agency, with material savings to all freight shippers and 
receivers. 

Adequate protection of Chicago in the experiments being made 
by the railroads to meet motor truck competition by_establish- 
ment of free pick-up and delivery services and by reductions in 
rates for shorter distances. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
aia published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 








REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Statute provdiing busses 
should not be operated within municipality without consent of 
proper municipal authorities comtemplates municipal consent 
to operations of busses within its confines (Comp. St. Supp., 
Secs. *136-4000A (1), *136-4000A (2)). (Harmon vs. Board of 
Public Utilities Commissioners, 163 Atl. Rep. 428. 

Utility Commissioners properly refused application for trans- 
fer of local permission to operate autobusses, where no consent 
to operate was obtained from municipalities through which 
busses ran (Comp. St. Supp., Sec. *136-4000A (2)).—1Ibid. 

Utility commissioners’ denial of partnership’s application 
to transfer local permission to operate busses could not be 
set aside, in absence of adequate averments of proof partner- 
ship received transfer from former individual owner or from 
county park commissioners.—Ibid. 

Applications for transfer of local permission to operate 
busses are addressed to Public Utility Commissioner’s discre- 
tion.—Ibid. 

That counsel of company not interested in proceedings for 
transfer of local permission to operate busses agreed that only 
question involved was sufficiency of municipality’s consent to 
operate did not make it such.—Ibid. 





(Court of Appeals of the District of Columbia.) Decision 
of Interstate Commerce Commission refusing to award repara- 
tion, notwithstanding unauthorized charges by railroad carriers, 
held not subject to review by certiorari. (Southern Transpor- 
tation Co. vs. Interstate Commerce Commission, 61 Fed. Rep. 
(2nd) 925). 





(Supreme Court of Ohio.) Electric railway company which, 
for only part of distance between cities, transported wagon or 
trailer on railroad car, performed “motor transportation serv- 
ice” in hauling wagon over highway, and hence was “motor 
transportation company,” and subject to regulation as such 
(Gen. Code, Secs. 614-2, 614-84). (Lake Shore Electric Ry. Co. 
vs. Public Utilities Commission of Ohio, 183 N. E. Rep. 436.) 





(Supreme Court of Oregon.) Burden was on railroad com- 
pany, sued for overcharge on log shipments, to prove usage of 
ascertaining board feet of logs hauled by making “freight scale,” 
rather than “commercial scale,” thereof. (Green Mountain Log 
Co. vs. Columbia & N. R. R. R., 16 Pac. Rep. (2d) 1106.) 

Reasonable doubts respecting tariff rates are resolved in 
shipper’s favor.—lIbid. 

It was not proper for railroad company to prove custom 
or usage of ascertaining board feet of logs hauled by making 
freight scale, rather than commercial scale, by reference to 
particular instances on direct examination of witnesses.—Ibid. 

Custom or usage is matter of fact, not opinion, and any 
witness is competent to testify to usage known by him, though 
not expert in particular business.—Ibid. 

Transcript of evidence at public service commission’s hear- 
ing of railroad company’s application for increase in rates for 
transportation of logs held inadmissible in shipper’s suit for 
overcharges on subsequent shipments to prove custom or usage 
as to method of scaling logs.—Ibid. 

Court erred in permitting officer of railroad company, sued 
for overcharges on log shipments, to read excerpts of his 
testimony before public service commission at previous hearing 
of company’s application for increase in rates, where plaintiff 
made no appearance thereat.—Ibid. 

Instruction, in action for overcharges on log shipments, that 
jury should find that railroad’s alleged custom as to method of 
scaling logs did not exist, if any railroad did not follow it, 
but must determine whether carriage of logs belonging to car- 
rier itself on different basis than that applied to shippers gen- 
erally constituted violation of custom or evidence of its non- 
existence, held not erroneous.—Ibid. 

Supreme Court may refuse to consider exception to instruc- 
tion by party granted several days’ additional time to take 
exception after expiration of time granted at close of charge 
(Code 1930, Sec. 2-701).—Ibid. 

Evidence that certain course is generally and usually pur- 
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sued in particular manner is sufficient to establish custom, with- 
out showing that there has been no deviation therefrom.—lIbid. 

Custom so general and uniform as to have become part 
of contract of shipment is sufficient defense to action against 
railroad company for alleged overcharge based thereon.—lIbid. 

When shipper, suing railroad company for overcharges 
based on “freight scale” of logs shipped, introduced evidence 
that defendant based charges for certain other shipments on 
“commercial scale,” it was proper for defendant to show cir- 
cumstances under which latter shipments were made and 
relationship between shipper and carrier.—Ibid. 

Evidence of contract between timber company and rail- 
road company concerning sale of timber scaled in accordance 
with commercial scale held inadmissible in action against rail- 
road company for overcharges based on freight scale of logs 
shipped.—Ibid. 








Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 





published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 
(Circuit Court of Appeals, Second Circuit.) Where ad- 


miralty suits were consolidated to be tried along with another 
suit arising out of same collision, and proctors stipulated that 
consolidated case should abide decision of such other case, 
held party in consolidated action was not deprived of defense 
under Harter Act (Harter Act, Sec. 3 (46 USCA, Sec. 192)). 
(The Cockatoo, 61 Fed. Rep. (2d) 889). 

Discussions or understandings between proctors could not 
supplant formai stipulation.—Ibid. 

In cargo owner’s suit against carrying vessel and non- 
carrying colliding vessel, where both vessels were at fault and 
joint tort-feasors, cargo owner had right to collect full damages 
from owner of noncarrying vessel, such owner to obtain contribu- 
tion from carrying vessel and her owner for half damages, not- 
withstanding Harter Act (Harter Act, Sec. 3 (46 USCA, Sec. 
192) ).—Ibid. 

In cargo owner’s suit against carrying vessel and non- 
carrying colliding vessel, where both vessels were at fault and 
joint tort-feasors, permitting cargo owner to recover half of 
claim against each held not erroneous, notwithstanding Harter 
Act (Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

In cargo owner’s suit against carrying vessel and non- 
carrying colliding vessel, both vessels being at fault, decree 
permitting cargo to recover half damages against each vessel 
and collect any balance from either held inadvertent in so far 
as compelling carrying vessel to pay more than half of damages, 
but point was moot where noncarrying vessel had paid its half 
(Harter Act, Sec. 3 (46 USCA, Sec. 192) ).—Ibid. 

Entering separate decrees instead of single decree in con- 
solidated case held within discretion of trial court.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Under evi- 
dence in action for loss of trunk between Havre and Paris, 
ocean carrier selling New York-Havre steamship ticket held to 
have entered into special contract for carrying passenger’s 
trunk from New York to Paris as principal, not agent of con- 
necting rail carrier, rendering directed verdict for ocean carrier 
erroneous. (Wiener vs. Compagnie Generale Transatlantique. 
61 Fed. Rep. (2nd) 893). 

Baggage check is receipt, and not in itself contract of car- 
riage.—Ibid. 

Evidence showed that ocean carrier’s clerk had authority 
. Se for trunk transportation from New York to Paris. 
—Ibid. 

Special contract for carrying trunk from New York to Paris, 
held not alteration of terms of ocean ticket forbidden by ticket. 
—Ibid. 

Provision forbidding modification of existing contract may 
be revoked by new agreement contradicting it.—Ibid. 

Additional agreement not affecting earlier contract is valid, 
notwithstanding contract provision forbidding modification.— 
Ibid. 

Clauses in ocean ticket, limiting liability for loss, held 
inapplicable to separate oral contract to carry trunk from New 
York to Paris. 

Clauses in ocean ticket, which appeared in fine print, and 
as to which passenger was not advised that they were to be 
part of supplemental contract of affreightment, could not be 
regarded as affecting such contract, and, if it was intended to 
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incorporate them into such contract, passenger should have 
been so advised.—lIbid. 

Where passenger had not purchased railroad ticket when 
making special contract with ocean carrier for carrying truck 
from New York to Paris, contract held not strictissimi juris for 
carriage of “baggage,” and was special contract of affreight- 
ment.—Ibid. 

In passenger’s action for loss of trunk between Havre and 
Paris against ocean carrier specially contracting to carry trunk 
from New York to Paris, defendant’s liability held that of 
common carrier so far as trunk contents were in nature of 
“baggage,” and that of bailee as to different contents, unless 
defendant knew contents might be of different nature.—lIbid. 

In action against ocean carrier, Where passenger’s complaint 
sought damages for failure to deliver baggage lost during rail 
carriage and allegedly carried on passenger ticket, and proot 
showed special contract to carry belongings in nature of bag- 
gage, there was no substantial variance.—Ibid. 

Ocean carrier could act aS common carrier for rail trans- 
portation of passenger’s trunk beyond ocean carrier’s line.— 
Ibid. 

Common-carrier liability of common carrier contracting to 
carry beyond its line will extend over entire route.—Ibid. 


CANADIAN TRAFFIC LEAGUE 


Highway transportation and elimination of waste in the 
use of rail facilities were among matters considered at the 
annual general meeting of the Canadian Industrial Traffic 
League, held at the Canadian Manufacturers’ Association, 
Toronto, January 26. A meeting of the executive council of the 
League was held at the same place January 25 and a dinner 
and entertainment followed the general meeting the evening of 
January 26. 

In connection with the adoption of the report of the legis- 
lative committee, the Canadian shippers’ organization acted 
favorably on a resolution setting out: “It is our belief there 
should be such a combination of the present railway systems as 
would include at least” joint terminals and facilities wherever 
possible, joint express service, joint telegraph service, the aboli- 
tion of all ticket offices except at stations, elimination of dupli- 
cate services, facilities and trackage wherever possible, re- 
ciprocal interchange of running rights, joint publication of 
tariffs, and pooling of passenger transportation. The resolu- 
tion was addressed to responsible officials in the government 
dealing with transportation and to the heads of the two prin- 
cipal railways systems. 

The report of the highway transportation committee, which 
was adopted, recommended advising the federal and provincial 
governments “to determine the actual cost of construction and 
maintenance of highways, and, through some competent au- 
thority, the proportion of this cost which is properly chargeable 
to the motor truck.” 

“The matter of highway transportation was still a live 
issue with all concerned with the transportation of goods and 
was likely to become more so as time went on, said the report. 
“The loss of freight tonnage suffered by the rail carriers as a 
result of the inroads of the motor truck is of grave concern 
to the carriers, themselves, as well as the public at large, 
particularly in Canada, where the government is very much 
in the railroad business.” 

The committee held that transportation of freight by the 
highways and over the railroads should not of necessity be sub- 
jected to the same regulatory conditions.- “Carriage of goods 
on the highway should be regulated in accordance with char- 
acteristics of the motor vehicle itself, and not by adopting 
regulations applicable to traffic carried under different condi- 
tions,” said the report. “The purpose of regulation should 
not be to increase the expenses of motor carriers and so bring 
about equality of working conditions, but, rather, to regulate 
for the safety of the public, protection for cargo carried, to 
secure for those employed in the industry fair working condi- 
tions, and the preservation of the highways.” 

The committee expressed itself as “heartily in accord” with 
suggestions in the report of the Royal Commission on Railways 
and Transportation in Canada (Duff report) that highway trans- 
port operators be required to publish their rates and charges; 
that, within the limits of their published schedules, they be re- 
quired to accept such freight as was offered for carriage, with- 
out discrimination; that they must be insured against all risks; 
that they must keep accounts on a prescribed basis and render 
returns to public authorities on a common basis; and that 
uniform bills of lading must be used and copies given to all 
shippers. 

In connection with acceptance of the report of the express 
committee, a resolution was adopted asking the railroads to give 
serious consideration to consolidation of the two principal express 
systems and coordination of the express services with highway 
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services. It was further requested that the express companies 
give early consideration to a readjustment of their rates “in 
line with the relationship of their services to the freight and 
highway services now being maintained.” 

Proposals contained in the report of the bill of lading com- 
mittee for changes in the form of the bill of lading were “held 
in suspense” by action of the meeting. The proposals were 
to the effect that the form of the bill of lading be amended 
so as to provide that carriers. would be liable as at common 
law for any loss or damage sustained while property was in 
their possession, and that the notification period be extended 
from four months to nine months. 

Discussion of recent developments with respect to estab- 
lishment of through rates between Canada and the United 
States was contained in the report of the special committee 
on control of international rates. 

“As we have mentioned in former reports of this commit- 
tee,” it was stated, “there are only two proposals for settle- 
ment of these joint international rates: Either have a trea: 
drawn up between the two countries on the basis of which a 
separate tribunal would be constituted to decide these issues 
as they arise, or have the two existing tribunals conduct joint 
hearings and make decisions which would be acceptable to 
both.” 

Either method, it was held, “would but add to the 
bureaucracy and increase the expense of doing business with 
no adequate return in the way of advantage.” Unofficial ex- 
change of views between the two regulatory bodies or between 
their members could be very helpful, said the committee. 

J. E. Walsh, Toronto, was elected honorary president of 
the League. The following were also elected: President, J. K. 
Smith, Montreal; vice president, B. J. Murphy, Toronto; treas- 
urer, H. W. Blahout; auditor, J. H. Hiscox, Toronto; executive 
council (Ontario division), J. S. Kriwinsky, F. H. Gore, W. C. 
Thompson, F. A. Waghorne; (Quebec division) V. Smith, J. S. 
Moffat, George Wilson, A. D. Huff, Jr. 


TRANSPORTATION LEAGUE 


“The Citizens’ Transportation League from the Railroad 
Standpoint” was discussed by F. G. Dorety, vice president and 
general counsel, Great Northern, before the Northwest Shippers’ 
Advisory Board at its regular meeting in Minneapolis January 
oi. 

The League is an organization of voters that has as its 
program equality of treatment in regulation and taxation of 
all forms of transportation. It originated in Minnesota and has 
as its president Paul F. Scheunemann, of Minneapolis. It has 
more than 200,000 members in Minnesota and 40,000 in North 
Dakota. It expects to extend its activities into Montana and 
Washington in the immediate future. 


“There are three features about the work of the Citizens’ 
Transportation League which have interested me very greatly,” 
said Mr. Dorety. “The first is the rather remarkable strength 
of the public sentiment which it has disclosed in favor of 
preserving adequate railroad transportation. The largest vote 
ever cast in St. Paul that I can recall was only a little over 
100,000 votes, and yet 50,000 voters, or more than half, have 
pledged their support in writing in favor of the League pro- 
gram. In Minneapolis, 75,000 pledges have been obtained, which 
I think is fully half of the active voters.” 

The other two points enumerated by Mr. Dorety were the 
“united effort on the part of the employes in an industry, work- 
ing to promote the general good of the industry in which they 
are engaged,” and the “unique method employed for educating 
public opinion.” As to the latter, he said he had never before 
heard of an effort to bring about a direct personal interview 
with every individual voter in a group of states in regard to 
a political or economic issue. 

“T have been asked to speak about the attitude of the rail- 
roads toward this program,” he said. “Of course, it cannot be 
other than one of eager welcome so long as selfish interests 
control the officers and stockholders. But, I think we all give 
too much weight to our own selfish and group interests in con- 
sidering this transportation problem. The interests of the pub- 
lic, and not those of the railroads or of any single group, should 
be paramount.” 

The American people were spending at least a billion dol- 
lars a year for truck traffic that might go by rail, he said. He 
held that the public was injured as a result, through increased 
taxation and increases in the total transportation cost. 

“We can provide lower freight rates on barges and trucks 
by providing free riverways and highways and thus conceal- 
ing part of the cost in our tax bills,” he said. “But we fool 
ourselves if we think that our total costs are reduced in this 
way, and we injure ourselves by destroying the railroad profits 
which nourisH our cheap long-haul service.” 
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February 4, 1933 


I. C. C. APPROPRIATION 


The estimates of the Bureau of the Budget for the work of 
the Commission in the fiscal year beginning July 1 this year, 
aggregating $7,137,639, have been approved by the House com- 
mittee on appropriations and the House. The annual inde- 
pendent offices appropriation bill, reported to the House by the 
committee, provides that amount of money for the Commission, 
divided as follows: Salaries and general administration ex- 
penses, $2,692,313; regulating accounts, $992,267; safety of em- 
ployes, $469,777; signal safety systems, $37,283; locomotive 
safety inspection, $457,457; valuation, $2,313,542, and printing 
and binding, $175,000. (See Traffic World Dec. 10, p. 1134.) 
In its report the committee said: 


The committee has allowed the budget estimate of $7,137,639 for 
the Interstate Commerce Commission. This sum is a decrease of 
$10,921 below the 1933 appropriation, and is $2,274,834 less than the 
1932 appropriation of $9,412,473. The 1933 appropriation was reduced, 
as a result of impoundments under the economy act, to $6,549,833, 
so that the budget estimate of $7,137,639 for 1934 reflects an actual 
increase of $587,806, although, as above stated, it is $2,274,834 less 
than the 1932 appropriation. 


The total appropriation for 1933, as finally enacted, reflects a cut 
of $1,512,850 below the budget estimate for that year. The provisions 
of the economy act diminished the sum available for 1933 by the 
further amount of $598,727. In order to operate within the reduced 
appropriations the Commission has been compelled to impose drastic 
administrative furloughs, which are estimated to effect a total saving 
of $770,880. These have been applied to every employe on the rolls 
and will approximate a furlough of one month’s duration in addition 
to the legislative furlough. 

General expenses: Appropriations under this head apply to all 
duties and functions of the Commission other than those specifically 
appropriated for in the other paragraphs. The current appropriation 
of $2,600,000 was supplemented by a transfer of $21,000 from the 
printing and binding item and was then reduced, on account of 
impoundments under the economy act, to the net sum of $2,394,993. 
The budget estimate of $2,692,313 reflects, therefore, an actual in- 
crease of $297,320, although it is still $398,587 below the appropria- 
tion for 1932. 

Under the reduced 1933 appropriation there will be substantial 
arrearages in the current work of the Commission which it will 
endeavor to overcome if granted an increased amount for next year. 
Field hearings have been materially reduced in number the current 
year and hearings held at Washington instead, in order to keep within 
the appropriations. This has seriously inconvenienced disputants, 
and the increased amount for 1934 is intended, partly, to enable a 
return to the former practice of holding hearings in the field. The 
bureau of inquiry, which enforces the observance of the laws by the 
carriers, and the bureau of service, which investigates and adjusts 
complaints on the part of shippers respecting matters such as the 
proper placing of cars, delay to equipment, etc., are operated from 
this appropriation and their work has been substantially curtailed 
by the reduction in the 1933 amount. Under the estimate for 1934, 
there will be a partial restoration of the work of these two bureaus. 

Regulating commerce: The 1932 appropriation for this activity 
was $1,504,420. The amount appropriated for 1933 was $683,560, 
the reduction being predicated upon retroactive repeal of the recapture 
provision of the law. The recapture provision was not repealed, and a 
substantial amount of recapture work had to be done notwithstand- 
ing the reduced appropriation. This has materially reduced the 
amount available for the work of regulating, or ‘“‘policing,’’ the 
accounts of the carriers, a function which is essential to effective reg- 
ulation. By transfer of $102,000 from the appropriation for valuation 
of the carriers, the 1933 appropriation for this activity has been in- 
creased from $683,560 to $785,560, and from this amount it has been 
reduced by. the economy act to $701,663. The budget estimate of 
$992,267 is $290,604 in excess of the amount available for 1933, but is 
$512,153 less than the 1932 appropriation of $1,504,420. The increased 
amount for next year will enable the Commission to resume the “‘polic- 
ing” of accounts on a more effective basis. 

Safety of employes: The current appropriation of $500,000 for 
safety of employes was reduced to $476,000 by the transfer of $24,000 
to the appropriation for locomotive inspection, and further by the 
economy act to $445,907. The budget estimate of $469,777 is $23,870 
over the amount available for the current year, but is $64,883 under 
the 1932 appropriation. 

Under this appropriation is carried on the inspection of all train 
equipment other than locomotives, as well as the enforcement of the 
hours of service act. It is vital to the safety of the employes and of 
the riding public that the safety factors be maintained at a reasonably 
high standard. The need for this work is accentuated at the present 
time by reason of the fact that the railroads, in order to conserve 
their revenues, have drastically curtailed the number of employes in 
their maintenance of equipment departments. The Commission’s 
records indicate that, as of October, 1931, there were 322,984 employes 
in the maintenance of equipment departments of Class I railroads 
and in October, 1932, there were 276,994. 

Signal safety systems: The budget estimate of $37,283 for signal 
safety systems is the same amount as is available under the current 
law. The 1933 appropriation of $40,000 has been reduced, under the 
economy act, to $37,283, and a like amount is estimated for next year. 
This sum is $10,977 less than the 1932 appropriation. 

Locomotive inspection: The 1933 appropriation of $400,000 for 
locomotive inspection has been increased to $424,000 through a trans- 
fer from the appropriaticn for safety of employes. The latter sum 
has been reduced by reason of the economy act to $396,975. The 
budget estimate for 1934 of $457,457 represents an actual increase 
of $60,482 over the appropriation for the current year, but it is 
$47,408 below the appropriation for 1932. As in the case of inspec- 
tion of other train equipment, conducted under the appropriation 
for safety of employes, it is essential to the safety of the traveling 
public that the funds for this activity be measurably: increased above 
their present level. The Commission’s records show that for the 
entire fiscal year 1932 there were 165 persons killed or injured due 
to failure of some part or apvurtenance to the locomotive. In the 
first six months alone of the fiscal year 1933 there were 180 persons 
killed or injured by such failure. 

Valuation of the property of the carriers: As of December 1, 1932, 
there had been expended for this work the aggregate sum of $14,745,- 
044.48. Under these expenditures the Commission has completed 
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the first requirement of the law, namely, the primary valuation of 
all the railroads. It has, at the same time, and incidental to the work 
of obtaining the primary valuations, prescribed and issued valuation 
orders which will require all carriers to keep and report records of all 
changes in property, thereby enabling the Commission to correct and 
revise its inventories so that the Commission may bring the original 
valuation down to date and thereafter to keep such information 
current. 

The dates of the primary valuations vary from June 30, 1914, to 
December 31, 1921. Changes in the properties of the carriers, con- 
sisting of additions, betterments, and retirements, have varied in the 
last decade from approximately one-quarter of a billion dollars to 
more than $1,000,000,000 annually. It is the work of assessing these 
annual changes occurring subsequent to the date of completion of 
the primary valuations and thus keeping the Commission constantly 
provided with the information necessary to compute the present 
value of the property of any or all of the carriers at any date for 
which the same may, in the administration of the law, be required, 
that is now engaging the attention of the Commission. 

Such valuations are mandatorily required by the law in the follow- 
ing cases: (a) Consolidation cases; (b) division cases; (c) rate-making 
cases; and (d) recapture-cases. Valuations, while not mandatorily 
required by law, are important in cases involving the issuance of 
securities, reorganization of the carriers, depreciation accounting, in 
the making of railroad loans under Reconstruction Finance Corpora- 
tion, and so forth. 

Under the budget estimate for 1934 the Commission expects, by 
the end of that fiscal year, to have all valuation data brought down 
to a currency as of January 1, 1933, and that the amount of annual 
appropriation for subsequent years, for keeping such information 
current, can be materially scaled down below its present level. 

Printing and binding: The 1933 appropriation of $175,000 for 
printing and binding was reduced by transfer and by the provisions 
of the economy act to $150,000. The latter sum is $25,000 below the 
appropriation for this item for a number of years previous and was 
not sufficient to enable the Commission to keep current the printing 
of its decisions and orders. Consequently, the budget for 1934 has 
restored this appropriation to the customary amount of $175,000, 
which has been allowed. 


Roosevelt Consults Eastman and Mahaffie 


The record of the testimony heard by the committee, made 
public when the bill was reported, revealed that Commissioner 
Eastman had an engagement with President-elect Roosevelt in 
New York January 11. George B. McGinty, secretary of the 
Commission, asked that Commissioner Eastman be heard first 
because the commissioner had “a very important engagement.” 

“I suppose he will not object,” said Mr. McGinty, “if I tell 
you that he has been called to New York for a conference with 
the President-elect this evening, and he must leave here as soon 
as he can get away.” It was learned that Commissioner Mahaffie 
went with Commissioner Eastman to see Governor Roosevelt. 

Commissioner Eastman discussed the effect of the drastic 
reduction made last year in the appropriation for the work of 
the Bureau of Accounts when the amount made available was 
$683,560 as against $1,504,420 for the fiscal year ended June 30, 
1932. It had been necessary, said the commissioner, to release 
for an indefinite period 108 employes. With the increased ap- 
propriation proposed for the next fiscal year it will be possible 
to return these men to work, it was stated. 

Reference was made by the commissioner to investigations 
in progress in connection with accounts of the Seaboard Air 
Line and the Norfolk Southern. 

Asked what the effect of the reduced appropriation was on 
the work of the Commission, Mr. Eastman said the Commission 
had not been able to keep up its recapture work. 

Commissioner McManamy submitted a statement by Secre- 
tary McGinty in which it was stated that in order to keep within 
the greatly reduced appropriation for the current year, the Com- 
mission had had to order furloughs without pay ranging from 
two to six months. 

Receiverships 


In a discussion of railroad receiverships, Commissioner 
McManamy told the committee that the Commission’s experience 
in such investigation as it had made indicated first, that the 
number of receivers was often more than was necessary; sec- 
ond, that they were paid very high salaries; and, third, they 
often received a very substantial bonus in addition to their 
salaries after they had completed their work “for which a good 
reason had never been shown.” He added there usually had 
been extravagant practices in connection with the operation 
of roads that were in receivership. 


Expenses for Travel 


Secretary McGinty said the Commission had ordered its 
travel expenses curtailed 50 per cent, if it could be done. Mr. 
McManamy said this meant requiring litigants to come to Wash- 
ington instead of sending examiners into the field. He ex- 
pected that eventually complaint would come as a result of 
that policy but that was the only way the Commission could 
curtail travel expenses. 

Valuation 


E. I. Lewis appeared before the committee as a commis- 
sioner, December 29, and reviewed the situation as to the valua- 
tion work, A few days later he became director of the Bureau 
of Valuation. He emphasized the importance of the valuation 
work from the standpoint of the government being in position to 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 


the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice-Pres. & Gen. Mgr., 17 State Street 
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at Buffalo, N. Y. 


Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 
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KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 
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at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


NorFo_k TipEWATER TERMINALS 
J. A. Moore, Manager 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
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v the ad N. Y., N, H. & H. R. R., with efficient switching to the 
oe B. & A. and the B. & M. R. R. The strategic location 
isportation makes it the ideal distributing point for merchandise con-, 
Ml acces signed to the various sections of New England, the Middle 


West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 


Boston Tipewater TERMINAL, INC. 
L. J. Coughlin, General Manager, 666 Summer Street 


FoR COMPLETE 
INFORMATION 
regarding the 
facilities at our 
respective _ ter- 
minals and 
warehouses, tar- 
iffs, etc., address 
the office near- 
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at Philadelphia 
Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 








Pe a i le 


. * 

at Philadelphia 
2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


be os 


MercHants’ WareHouse ComMPaNy 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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deal intelligently with the railroads in the present situation with 
the government lending them large sums of money and with 
reorganizations being discussed. 

Mr. Lewis said the number of recapture reports for which 
valuation data had been prepared aggregated 245 and involved 
recoverable excess income in the amount of $100,174,595.56. 

For the fiscal year 1934-1935, Mr. Lewis estimated that the 
cost of valuation could be brought down to $1,170,000. 


Employment Problems 


Mr. Lewis asked the committee what the policy of Congress 
was on the matter of keeping people employed. 

“I have a big streak of humanity running through me, and 
at the same time, I am a Scotchman, and have a certain amount 
of the practical in me,” said he. “But it tears my soul to see 
people dumped out into the street in these days; people who are 
highly technically educated, without anything to live on.” 

Chairman Woodrum, of the committee, replied that he 
could not tell what the general thought of Congress was but that 
his thought was that while it was of course a tragedy in these 
times to have to put anybody out of a job and nobody wanted to 
do that, “I think it is criminal for Congress or any bureau to 
have personnel on its rolls that are not reasonably needed in 
the orderly conduct of governmental functions.” 

Mr. Lewis said: ‘We are estimating on a reduction of 184 
surplus people next year, and in the next year there will be a 
larger number than that, and we will have to come down as 
quickly as possible to a permanent basis.” 

For the present, said Mr. Lewis, rock-bottom estimates of 
expense had been submitted and they would not be changed 
“even with the threat of a big stick,’ Representative Boylan, of 
New York, having asked if the figures could not be cut if the 
“big stick” were used. 


FREIGHT RATE REDUCTIONS 


Editor The Traffic World: 

I have read your editorial of January 28, commenting on the 
memorial petition filed with the Commission by the agricultural, 
coal, and lumber interests for reductions in freight rates to level 
out transportation prices towards some semblance of equitable 
relationship with prevailing commodity prices. 

Heretofore, when there has been expressed to me the opin- 
ion that The Traffic World is so utterly and totally biased in 
favor of the rail carriers that it is incapable of either under- 
standing or seeing where the neglect of shipping interests in 
fact militates against the self interest of the carriers, I have 
undertaken to defend you. 

Even yet I prefer to believe that you have not carefully 
read the petition rather than that you have wilfully misinter- 
preted it. There is nothing in this petition inimical to the rail 
carriers’ interests, but to argue the point here would simply be 
to rehash the petition itself, which I suggest that you publish 
in full in your next edition, so that your readers may determine 
for themselves the fact that it is grounded, not only upon the 
self interests of the petitioners, but upon the public interest and 
that of the carriers as well. I desire here, however, to cover a 
few points which you make: 





It is the same old story—a demand for lower rates in times of 
poor business and rates strictly guarded to produce no more than 
the lowest possible reasonable return in prosperous times. 


This gives rise to the inquiry: What did the forest products 
industry, for which alone I am authorized to speak, do when 
business was good? 

The petition, on page 3, in discussing increased rates of 
1920, states: 


At that time some of your petitioners, together with numerous 
other industries, came before the Commission and advocated sub- 
stantial increases in frefght rates for the reason, among others, that 
the increase in basic commodities prices was relatively greater than 
the increase in freight rates. 


That is history touching the past. Then, at page 9, the 


petition further states: 


It is in the interest of the carriers themselves to maintain an 
equitable relationship between commodity prices and rail transporta- 
tion charges and as commodity prices improve, rail carriers should 
be permitted to share in the improvement through a readjustment of 
freight rates. 


This is the attitude as to the future of the petitioners whom 
you accuse of being actuated by purely selfish motives. 

I deeply. regret that finally even I must acknowledge that 
there appears to be some semblance at least of justification for 
the innumerable criticisms that have come to me in the past 
of The Traffic World for an alleged proneness towards pro- 
railroadism so blind as, in effect, to be deterimental to the car- 
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riers in the final analysis—that is, if you, in fact, digested the 
petition before you editorialized on it. 

Just one more point. The railroads themselves do not pro- 
duce—they are simply intermediaries in commerce and trade. 
Now may I ask you just what will happen to the railroads under 
a condition where their rate structure is at levels compelling 
the basic industries (which furnish them the majority of their 
tonnage) to liquidate their eapital assets? Perhaps you might 
also admit some warrant in equity for the query: Just what is 
going to become of those shippers so burdened, if relief is not 
accorded them? A. G. T. Moore, Traffic Manager, 

Southern Pine Association. 

New Orleans, La., Jan. 30, 1933. 


Mr. Moore appended tu the above communication a note to the 
effect that we might publish it or not, as we chose, hoping, no doubt, 
that, Sy this adroit touch, he would insure publication. Of course, all 
ne needed to do was to say that his letter was meant for our open 
forum column. We publish anything from any of our readers, pro- 
vided it is not too long and not too insulting in tone—though this 
letter closely approaches the line in the latter respect. We, no 
doubt, make mistakes in judgment or as to facts, though, when we 
are convinced that we have done so, we are always ready to make 
amends. There is no reason, however, for charging railroad bias be- 
cause we sometimes disagree with shippers—especially when, as in 
this case it has not yet appeared what attitude the railroads will 
take and Mr. Moore is so sure that the petition is in their interest. 
It is always intriguing to read communications of this kind from men 
who insist that the carriers do not know what is good for them- 
selves. One more thing: It is not meant to be insulting and ought 
not to be so taken when an interest is accused of selfishness. The 
carriers are selfish and the shippers are selfish. Everybody is selfish— 
naturally and, perhaps, properly so. But the public interest demands 
that the right be discovered and made known from the mass of 
Selfish claims. We are not printing the petition in full, as suggested 
by Mr. Moore, because we think we printed enough of it and we must 
use our own judgment in such matters. We desire to express our 
thanks to Mr. Moore for his admission that, perhaps, we did not 
wilfully misinterpret it. We think those who know us best, no mat- 
ler What else they may think of us, know we do not lie.—Editor 'I'he 
Traffic World. 


SEATRAIN CLASSIFICATION CASE 


Arguments about the law of agency constitute the bulk of 
material included in briefs filed in I. and S. No. 3834, partici- 
pation of Seatrain Lines, Inc., in classification, by southern 
classification lines and Seatrain Lines, Inc. The case was 
created by the filing of a supplement, No. 7 to southern classifi- 
cation, I, C. C. No, 44, canceling supplement No. 4. By means 
of the last mentioned supplement, E. H. Dulaney, acting under 
power of attorney from Seatrain Lines, Inc., made the vessel 
line a party te Southern Classification. By means of supple- 
ment No. 7 he undertook to eliminate Seatrain Lines, Inc., from 
the Southern Classification. 

The southern lines submitted that “because their classifi- 
cation agent may have perfunctorily, that is to say, as a mere 
matter of routine, included the Seatrain Lines, Inc., in the 
classification without knowledge on his part of its status or 
plan of operation, their agent may properly eliminate Seatrain 
Lines from the classification in keeping with the general posi- 
tion of respondents with respect to the Seatrain and its opera- 
tion.” The southern lines contend that the inclusion of the 
vessel line was not irrevocable for, they said, if Seatrain could 
withdraw certainly the southern lines could eliminate it. They 
added that there was no doubt about the issues between the 
parties and their attitude toward each other for that was all 
before the Commission in Dockets Nos. 25566 and 25546. 

Seatrain Lines, Inc., said that the Commission should find 
that either that supplements Nos. 6 and 7, purporting to elim- 
inate Seatrain Lines and restore the classification, had not been 
filed in accordance with the tariff regulation or that the Com- 
mission should conclude that the supplements if legally filed 
would be unjust and unreasonable and unduly discriminatory 
and in violation of sections 1 and 3. 

Seatrain Lines contended that when Dulaney filed supple- 
ment No. 4 making that carrier a party to southern classifica- 
tion he did so as the agént for Seatrain and that his action 
was the action of Seatrain. Such being the situation, Seatrain 
argued, it followed that its elimination as a carrier in southern 
classification could only be accomplished through the cancella- 
tion by Seatrain of the southern classification as its publica- 
tion. Consequently, it said, supplement No. 6 purporting to 
have that effect could be valid and legally published as a tariff 
of Seatrain only if, in filing and publishing it, Dulaney was 
acting within the scope of his authority as agent for Seatrain. 


BOARD OF MEDIATION 


The budget estimate of $132,483 for the Board of Mediation 
has been approved by the House committee on appropriations 
in the annual independent offices appropriation bill. The board 
reported to the committee that on June 30 last it was a full 
year behind with its mediation work, according to the commit- 
tee report. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Burcau 


TAGNANCY has prevailed in the full cargo trades the last 
i week, nothing in any trade having developed of unusual in- 
terest. A single grain fixture was consummated; the trans- 
atlantic sugar trade was dull and the time charter market 
unusually inactive. 

The grain fixture was from Portland, Me., to Antwerp- 
Rotterdam, 21,000 quarters, on the basis of 51%4c for early Feb- 
ruary. In this connection grain shippers are looking forward 
with interest to a reduction in rail rates on grain from Buffalo 
to New York in the expectation that this will stimulate the 
movement of grain to the seaboard and coincidentally start a 
movement of grain in storage at the seaboard because of the 
cheaper grain which will be arriving for export. 

Only one full cargo of sugar was closed in the transatlantic 
trade, in addition to one part cargo. The full cargo was a 
3,250-ton steamer from Santo Domingo to Bordeaux on the 
basis of 14s 9d for prompt loading. 

The time charter market, which can usually be counted 
on to furnish some activity in the West Indies trade, at least, 
provided only two charters, one a continuation for a vessel in 
the West Indies trade at about 80c and the other a small 
vessel for a trip down in the River Plate ‘trade, delivery north 
of Hatteras, on private terms for February. 

One of the scattered coal fixtures which appear from time 
to time, was reported, a 2,389-ton steamer from Baltimore to 
Alexandria, done in London on private terms for February, 
presumably at or about $1.90. 

One of the scattered coal fixtures, which appear from time 
with several fixtures from the North Atlantic and from the Gulf. 

From the Pacific coast three time charters for one trip in 
the North Pacific trade developed. Two of these were for 
redelivery United Kingdom-Continent in March on the basis 
of 7s and the other for redelivery Japan, February-March, at 
$1.17%. A wheat cargo from Vancouver to United Kingdom- 
Continent was closed at 23s 6d for late February, the rate being 
unchanged from those recently reported in this direction. 

A committee of representatives of the intercoastal steam- 
ship lines is holding meetings in San Francisco to work out 
plans for the restoration of stability in the eastbound lumber 
trade. W. H. Hoskier, freight traffic manager of the Panama 
Pacific Line on the Pacific coast, heads the group. 

Two plans for stabilization are under consideration. One, 
known as the Cahill plan, would fix lumber rates on the same 
basis as other rates, instead of from month to month, and 
would give each line a fair share of the lumber movement for 
each month. The second plan, called the Shary plan, would 
put a six months’ trial agreement into effect under a dictator 
empowered to fix rates for that period and to coordinate the 
lumber space available by the lines with the lumber shippers’ 
requirements. Allocations would be made on a basis of the 
percentage of the total lumber movement carried by each line 
in the years 1929 to 1932 inclusive. Under both plans the 
lumber freight rate would be linked with the c. i. f. price, with 
a view to adopting the c. i. f. sales plan, which has been suc- 
cessfully applied in* the Pacific coastwise lumber trade for 
the past ten months. 

Changes in the itineraries and sailing dates of its ships in 
the New York-Central America-California service are announced 
by the Grace Line. Beginning with the maiden voyage of the 
Santa Lucia from New York February 17, the four new ships, 
Santa Rosa, Santa Paula, Santa Lucia and the Santa Elena, 
when she enters service, will call at Puerto Colombia and Car- 
tagena on their westbound as well as eastbound voyages, and 
will sail from New York at 2 p. m. on Fridays instead of Sat- 
urday noon as at present. Effective with the sailing of the 
Santa Cecilia from New York February 23, the cabin vessels in 
the California service will call at Amapala and La Union in 
Central America in addition to their regular itineraries and will 
sail from New York fortnightly at 5 p. m. on Thursday instead 
of on Friday. 


PETROLEUM TO SOUTH AFRICA 
A petition for reopening No, 72, The Atlantic Refining Co. 
vs. Ellerman & Bucknall Steamship Co., Ltd., et al., involving 
ocean rates on case oil from Philadelphia and New York to 
South African ports, will be filed with the Shipping Board by 
the complainant. The board recently dismissed the complaint. 


A delegation headed by George W. Edmonds, manager of the 
Port of Philadelphia Traffic Bureau, recently reelected to Con- 
gress, called on the board and presented the wish of Philadelphia , 
port interests that the board reopen the case and grant oral 
argument. After this conference the board advised that a peti- 
tion for reopening be filed. The board decided the case orig- 
inally without hearing oral argument. (See Traffic World, Oct. 
15, p. 705, and Dec. 17, p. 1198.) 


MONEY FOR SEATRAIN 


The Trafic World Washington Bureau 


The House provision in the post office appropriation bill 
that no part of the money appropriated therein should be paid 
on ocean mail contract No. 56 to the Seatrain Company was 
sustained in the Senate, January 30, by a vote of 53 to 34. The 
Senate committee on appropriations had recommended that 
the House provision be eliminated. (See Traffic World, Jan. 
14, D. Ti.) 

The action of the Senate came at the close of considerable 
debate, in which the various phases of the Seatrain contro- 
versy, which have become public in recent weeks in hearings 
before the Commission, Shipping Board and congressional appro- 
priation and other committees, were gone into by senators. 

Senator Fletcher, of Florida, urging the Senate to approve 
the House provision barring payment of the money, said the 
ocean mail contract had been properly awarded to Seatrain for 
foreign service between New Orleans and Havana, Cuba, but 
that later the company entered the coastwise business between 
New York and New Orleans via Havana. 

“Their business is coastwise, which is an altogether dif- 
ferent kind of business from that originally contemplated and 
on which the contract was based,” said he. 

Reference was made to the Shipping Board permitting the 
Seatrain to operate between New York and New Orleans via 
Havana for six months from October 6, 1932, with the com- 
pany agreeing to waive the mail pay for that period. Senator 
Fletcher contended that these changes had changed the ocean 
mail contract between the Postmaster General and the Seatrain 
Company. 

A letter signed by Postmaster General Brown, dated Jan- 
uary 11, 1933, to Seatrain Lines, Inc., was produced. In this 
Mr. Brown agreed to modification of the Seatrain mail con- 
tract 56 “so that you shall be paid thereunder during the period 
of said coastwise operation between the above named points 
(New York and New Orleans by way of Havana), only such 
proportion of the pay named in the contract as the revenue 
earned on outward voyages over the meil route (New Orleans 
to Havana) from foreign traffic bears to the total revenue 
earned on such voyages, the revenue from other trade from 
New Orleans to Havana being taken as such proportion of the 
revenue on coastwise trade from New Orleans to New York as 
the distance from New Orleans to Havana bears to the total 
distance from New Orleans via Havana to New York.” 

Senator Broussard, of Louisiana, spoke against the House 
provision. 

Senator Reed, of Pennsylvania, joined Senator Broussard 
in urging the Senate to sustain the committee amendment, adop- 
tion of which would have meant approval of the Seatrain’s ocean 
mail contract with the Post Office Department under which Sea- 
train is entitled to $240,000 a year for ten years. Senator Reed in- 
sisted that the mail contract covered only the route between 
New Orleans and Havana. He said the question was whether 
an existing contract was to be abrogated by congressional ac- 
tion because the Senate, had it been in the Postmaster Gen- 
eral’s place, would not have made such a contract, or whether 
questions of illegality, or absence of advertisement, were to be 
left to be decided judicially. Senator Couzens thought it might 
be well to withhold payment until the questions had been set- 
tled judicially. 

In establishing Seatrain service between New York and 
New Orleans via Havana, said Senator Reed, Seatrain stepped 
on the toes of the Southern Pacific and Florida East Coast 
interests, the former because of their water line between New 
York and the Gulf, and the latter because of their ferry from 
Florida to Cuba. 





COMMERCE IN U. S. VESSELS 
American flag vessels, in the eleven months ended with 
November, 1932, carried, by value, 34.3 per cent of the domestic 
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exports and 37.2 per cent of the general imports in the water- 
borne foreign commerce of the United States, according to the 
monthly summary of foreign commerce issued by the Depart- 
ment of Commerce. 

The value of the general imports carried in the American 
ships was $400,450,208 and the exports, $428,354,033. 

For the corresponding period of 1931, the percentages were 
33.8 for imports and 36.2 for exports. The value of the imports 
carried in American flag vessels in the 1931 period was 
$572,357,519 and the exports, $670,851,146. 

In November the percentages were 35.6 for imports as 
against 30.7 in November, 1931, and 35.4 for exports as against 
32.9 in November, 1931. The value of the imports carried in 
American vessels in November was $33,184,165 as against 
$40,063,591 in November, 1931, and the exports, $42,942,801 as 
against $55,194,019 in November, 1931. 


WATER CARRIER AGREEMENTS 


North Atlantic ports have evinced interest in the forma- 
tion of a new trans-Atlantic freight pool by American, German, 
Dutch and Belgian steamship lines, which, it is understood, is 
in the process of organization. The Shipping Board has been 
advised that work on the pool is in progress and that as soon 
as an agreement is reached it will be submitted to the board 
for approval under section 15 of the shipping act of 1916. 

According to the Department of Commerce, a report from 
Consul Eugene W. Nabel, Rotterdam, states that the pool will 
cover westbound shipments to north Atlantic ports of the 
United States from Hamburg, Bremen, Rotterdam and Antwerp. 
This report refers to the agreement as having been consum- 
mated, but it was stated at the Shipping Board January 30 
that the agreement had not yet been submitted to it. The 
Department of Commerce statement, based on the consul’s re- 
port, continues as follows: 


The agreement is considered of great importance in European 
shipping circles as it is expected to prove advantageous to all 
parties concerned, assuring them a fair percentage of the west- 
bound cargo movement at firm rates, the report stated. It is 
also believed in Europe that the new pool will result in the 
improved handling of cargo traffic. 

According to the agreement, the companies concerned will 
continue the present freight rates until the end of January, when 
the new joint rates will become effective. 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, have been approved by the Ship- 
ping Board: 


Association of Regulated Lakes Lines Conference Agreement (198): 
This agreement provides for association of the signatory carriers in 
an organization to be known as Association of Regulated Lake Lines. 
The parties undertake to charge and collect all freight and other 
charges, as unanimously agreed upon from time to time, for or in 
connection with transportation of freight carried by vessels owned, 
operated or controlled by them, or for which they may act as agents 
between ports on the Great Lakes or waters tributary thereto on 
regular routes or in direct competition with regular routesvof any 
member. Such rates and charges are to be collected in currency of 
the United States on actual gross weight or measurement of the 
cargo. Coal, coke, iron ore, stone and grain in bulk are excluded 
from the provisions of the agreement. Allowance of discounts, pay- 
ments or rebates from agreed rates or unjust discrimination against 
brokers, shippers or receivers of cargo or trucking companies or other 
earriers of shipments for account of the member lines is prohibited. 
Member lines are to post penalty deposit in the sum of $5,000 as a 
guarantee of the faithful performance of all obligations under the 
agreement. Decisions in respect to alleged violations of the agree- 
ment are to be determined by unanimous vote of the member lines 
(except the line charged with the breach and the complaining line) 
present at a meeting at which such alleged violation is considered 
and the minimum penalty for violation is to be the total freight 
revenue received or entitled to be received by the offending member— 
no penalty to exceed the amount of the member’s penalty deposit. 

Proposed changes in rates and new rates are to be submitted 
to a rate committee consisting of a representative of each member 
of the association and no such changed rate or new rate is to be 
carried into effect until approved by all members, except that changes 
in rates on automobiles, if not approved by the conference, may be 
made effective upon 30 days’ notice filed with the secretary of the 
conference. The agreement is for a period of 10 years with option 
of renewal for successive periods of five years each. Member lines 
not in default with respect to payment of their pro rata share of 
conference expenses or other obligations may withdraw upon 90 days’ 
written notice and other carriers may become party to the agreement 
with the unanimous: approval of the member lines; no carrier to be 
denied admission without just and reasonable cause. 

The carriers forming the conference are as follows: Cleveland 
and Buffalo Transit Company, Detroit and Cleveland Navigation Com- 
pany, Great Lakes Transit Corporation and Minnesota-Atlantic Tran- 
sit Company (Detroit Trust Company, receiver). 

Pacific Coast to South Africa and India (2044): Gulf Pacific Line 
with Silver Line, Limited, and Pacific Java Bengal Line. This agree- 
ment provides for through billing arrangement covering shipments 
from United States Pacific Coast ports of call of Gulf Pacific Line 
to ports in South Africa and India served by Silver Java Pacific Line, 
which is jointly operated by Silver Line, Limited, and Pacific Java 
Bengal Line. Transhipment is to be effected at Galveston, Houston, 
or New Orleans, and the expense thereof is to be absorbed by the 
Gulf Pacific Line and Silver Java Pacific Line. Gulf Pacific Line is 
to arrange for delivery to Silver Java Pacific Line piers at Gulf ports. 

Hawaiian Islands to Atlantic Coast: 2143—Matson Navigation 
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Company with American-Hawaiian Steamship Company: This ar- 
rangement covers through shipments, except canned pineapple, from 
Hawaiian Island ports of call of Matson Navigation Company to 
Atlantic Coast ports of call of American-Hawaiian Steamship Com- 
pany, with transshipment at San Francisco or Los Angeles. 

Between District of Columbia and Gulf: 2208—Norfolk and Wash- 
ington, D. C., Steamboat Company with Munson Steamship Line: 
This arrangement covers through shipments between Washington, 
D. C., and New Orleans, Louisiana, and Houston, Tex., with trans- 
shipment at Norfolk. ° 
Agreements Modified 


334-D-1—American-Hawaiian Steamship Company with Elder 
Dempster Lines, Ltd.; 1260-1—Luckenbach Steamship Company, Inc., 
with Elder Dempster Lines, Ltd.; 1375-1—Panama Mail Steamship 
Company with Elder Dempster, Lines, Ltd.; 1468-1—Elder Dempster 
Lines, Ltd., with Panama Mail Steamship Company; 1475-1—Quaker 
Line with Elder Dempster Lines, Ltd.; 1563-1—Dollar Steamship Lines, 
Inc., Ltd., with Elder Dempster Lines, Ltd.; 1804-1—Elder Dempster 
Lines, Ltd., with Nelson Steamship Company: The purpose of these 
modifications is to record Elder Dempster Lines, Ltd., as a partici- 
pating carrier and as successor of Elder Dempster & Company, Ltd., 
in agreements covering through shipments of all commodities from 
Pacific Coast ports to West African ports (334-D); from Pacific Coast 
ports to Canary Islands and West African ports (1260, 1375, 1475, and 
1563); from West African ports to Pacific Coast ports (1468), and 
covering through shipments of cocoa beans from West African ports 
to Pacific Coast ports (1804). Each agreement provides for trans- 
shipment at New York. 
___1566-1—Dollar Steamship Lines, Inc., Ltd., with Matson Naviga- 
tion Company; 1567-1—Dollar Steamship Lines, Inc., Ltd., with Oceanic 
& Oriental Navigation Company; 1568-1—Dollar Steamship Lines, Inc., 
Ltd., with Trans-Atlantic Steamship Company, Ltd.: The agreements 
(1566, 1567, and 1568) which the lines are modifying cover through 
shipments from United States Atlantic Coast loading ports of Dollar 
Line to Australia and New Zealand, with transshipment at San Fran- 
cisco. The modifications provide for reduction in minimum proportion 
of through rates for on-carrying line. 


MERCHANT MARINE CONFERENCE 


Defense of the federal merchant marine aids provided in 
the Jones-White merchant marine act of 1928 was considered 
at a meeting this week at the Shipping Board of the national 
committee on the merchant marine appointed by Chairman 
O’Connor to consider the various recommendations made at the 
recent national merchant marine conference held in Washing- 
ton. (See Traffic World, January 28, p. 178.) Attacks against 
the present system of aids (ocean mail contract payments and 
long-term loans at low rates of interest for shipbuilding), was 
the principal subject discussed at the conference. Discussing 
the attacks on the mail contracts, the cémmittee said: 





‘ The most serious phase of the discussion of this subject today 
is the lack of real frankness. When Congress passed the act laying 
down the policy of extending government aid through mail contracts, 
it knew exactly what it was doing, what the aid was for and why 
it was necessary in order to carry out its avowed purpose for the 
protection of the government’s interests. Congress was committing 
this government to a determination to give financial aid to private 
shipowners for the specific purpose of partially offsetting the differ- 
ence in construction and operation costs between foreign ships and 
American ships competing against each other. The congressional 
committees directly concerned looked the facts in the face and came 
to the conclusion that if we were to have a privately owned mer- 
chant marine in foreign trade, the government would have to help 
meet these cost differentials. The alternative was continued owner- 
ship and operation by the government—a policy which had been piling 
up large deficits year after year. 

Instead of directing the Secretary of the Treasury to pay money 
outright to American companies, Congress passed an act directing 
the Postmaster General to pay money in the form of mail compen- 
sation, thereby adopting a method which had long been followed by 
other maritime nations. It specified in the act the rates to be paid 
for the steamship service rendered in order to make certain that 
the aid would accomplish the national purpose. 

The Postmaster General has complied with the orders of Con- 
gress, the companies are receiving the aid, and, as a consequence, 
they are doing what Congress intended them to do—building up their 
lines to carry a reasonable proportion of American commerce with 
ships suitable and available to our army and navy as national de- 
fense units. 

To consider this aid from the point of view that it is a payment 
for carriage of mails is unfair—to break down payments under these 
contracts into so many dollars per mail sack or letter is ridiculous, 
and with the informed mind it approaches mental dishonesty. If all 
the government wanted was transportation of mail, the rates would 
be much lower, and Congress would have made them lower; but in- 
stead it ranged them from $1.50 to $12 per nautical mile according to 
the size and speed of the ships rendering the particular service. 

The reason Congress adopted the policy of aid through mail con- 
tracts and put that policy into operation was that it believed it could 
save money thereby and avoid the alternative of government owner- 
ship and operation in the maintenance of the necessary ocean trade 
routes. And it has saved money. Operating deficits of the Shipping 
Board when it handled its thirty-eight government services ran from 
forty to fifty million dollars a year. Under existing aid laws, the 
board has sold all but five of its lines to private companies, but its 
operating deficit on those five for 1932 was $8,000,000 without interest 
or depreciation charges. The government mail aid for 1932 was 
about $20,000,000, which brings the total cost to the government up 
to approximately $28,000,000. } 

The present expense to the Government is about $25,000,000 in- 
stead of from $40,000,000 to $50,000,00 per annum—a saving of about 
$25,000,000 a year. 

In other words Congress, as a measure of economy, has know- 
ingly and purposely voted approximately $20,000,000 a year for the 
maintenance and permanency of an adequate American merchant 
marine in private ownership in carrying out a national policy long 
since declared. It has decreed that the money shall be paid through 
mail contracts. Any attack upon those contracts now, in the midst 
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of their guaranteed periods of operation, not only threatens the de- 
struction of a great national industry which cost millions of dollars to 
establish, but is, in fact, an attack upon the will of Congress itself. 
The Postmaster General, the Attorney General, and the Comp- 
troller General of the United States, with the cooperation of the 
United States Shipping Board, each within its respective provinces, 
have passed upon these ocean mail contracts. If there is anything 
radically wrong with any particular contract it could well and ade- 
quately be taken up for correction by the same or succeeding execu- 
tive heads of these administrative institutions of the government. 


By resolution of the main committee, Chairman O’Connor 
appointed the following subcommittee to make a further study 
of the shipping situation and report at a later date: H. G. 
Smith, J. C. Rohlfs, Dr. Thomas H. Healy, Colonel A. B, Barber, 
Basil Harris, J. Caldwell Jenkins, Fred J. Gauntlett, E. H. Duff, 
R. D. Sullivan, John D. Reilly, Malcolm M. Stewart and J. F. 


Milliken. 


MONEY FOR SHIPPING BOARD 


“The budget estimate of $3,202,744 for the United States 
Shipping Board has been allowed,” said the House committee 
on appropriations in reporting the annual independent offices 
appropriation bill for the next fiscal year. “This sum is $2,- 
842,744 in excess of the 1933 appropriation. There is a decrease 
of $32,256 for salaries and expenses, accounted for entirely by 
the savings under the provisions of the economy act. 

“The budget estimate includes a direct appropriation from 
the Treasury of $2,875,000 for the emergency shipping fund. In 
addition, indefinite amounts are appropriated from operating 
funds now on hand, the operating receipts, the proceeds of 
sales of ships and surplus property, and interest on bank ac- 
counts, the total of which is estimated to be $10,469,200, making 
a grand total of definite and indefinite appropriations of $13,344,- 
200, estimated for 1934. The total amount of similar appropria- 
tions for 1933 was $18,958,500. So that, while the direct 
appropriation from the Treasury for 1934 is $2,875,000 in excess 
of that for 1933, the total definite and indefinite appropriations 
from all sources is $5,614,300 less in the 1934 budget estimate 
than for 1933. 

“The operating deficit of the fleet for the past five years, 
including the estimated deficit for 1934, has been as follows: 


LOE Meee Eee rT rT Ty yee re Tee eee TT $10,359,213.18 
DS Grains 26:0 Ncie Fe Wale Wide wai cele eR Wine ws eae Ne Need mae eels ete 9,294,229.43 
SIO eT Tor eer ee rere Te LO TT ET eC 8,430,705.82 
rr reer er Terr rrr re Terr Tre Te er re ee 5,819,971.00 
FO 465600556 56d N EON TSRSESI OS VEENODSESDC ON CEs wES ROW e 5,211,600.00 


“The estimated operating deficit for next year is thus 
$608,371 less than that for the current year, 

“Transfer of funds to Post Office Department to meet cost 
of foreign mail contracts: New language is proposed in the bill 
for the fiscal year 1934 to provide for the transfer of not to 
exceed $4,000,000 to the Post Office Department to be available 
when so transferred only to meet the cost in the fiscal year 
1934 of foreign mail contracts entered into by that department 
under provisions of the merchant marine act of 1928 for service 
upon steamship lines which may be sold by the United States 
Shipping Board subsequent to December 31, 1932. The operating 
estimates for the fiscal year 1934 were prepared on the assump- 
tion that the Merchant Fleet Corporation would continue to 
operate all of its present cargo services through the fiscal 
year 1934. The sale of several of these lines has been tenta- 
tively negotiated, subject to the award of mail contract, and if 
mail contracts are awarded, these lines will be delivered to 
their purchasers for private operation. The proposed change 
in the language of the act is intended to permit the transfer of 
funds from the Merchant Fleet Corporation to the Post Office 
Department and by this means make the same money available 
either to the Merchant Fleet Corporation for operation of these 
services or to the Post Office Department for payment of com- 
pensation under mail contracts, if such contracts are awarded 
and sale of the lines is consummated.” 

The report has been adopted by the House. 


SHIP CONSTRUCTION FUND 


The ship construction loan fund of the Shipping Board, the 
House committee on appropriations has been advised by the 
board, consisted, as of December 31, 1932, of $153,817,932.99, 
made up of $123,211,977.96 on outstanding loans, a cash balance 
of $21,105,955.03, and $9,500,000 which was advanced to the fund 
for converting ships to Diesel engine propulsion. 





BARGE-RAIL COTTON RATES 


The Commission has been advised that railroads repre- 
sented by H. H. Larrimore and R. S. Outlaw have asked the 
federal court at Wilmington, Del., for an order enjoining the 
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Commission’s order in ex parte 102 requiring the carriers to 
join with the American Barge Line Company in the establish- 
ment of joint rates on cotton from the southwest to Trunk 
Line and New England territories (see Traffic World, January 
28, page 180). The Commission will postpone the effective date 
of the order to enable the court to consider the matter. 


ST. LAWRENCE SEAWAY TREATY 


Officials of the New York Power Authority and of the office 
of the chief engineers of the U. S. army conferred in Washington 
this week with respect to allocation of cost of St. Lawrence 
waterway power development, under the St. Lawrence waterway 
treaty, in connection with New York’s interest in power develop- 
ment. Another conference will be held on the subject. 


IMPROVEMENT OF WATERWAYS 


An allotment of $55,000 to provide for contract payments 
for work at the New Montgomery Island dam on the Ohio River 
has been approved by the Secretary of War. 

Vice-President Curtis has placed before the Senate a res- 
olution adopted by the Nebraska legislature memorializing Con- 
gress for the discontinuance of any further appropriation for the 
development of inland waterways. 


WATER CARRIER REGULATION 


The Senate commerce committee, at a meeting February 2, 
approved, with amendments, S. 5035, the bill introduced by 
Senator Johnson, of California, embodying the so-called Allin 
amendment proposed to accord protection to minor ports in the 
matter of steamship service. 

A minority report may be filed by Senator Moses, of New 
Hampshire. 

The committee eliminated the words “direct,” ‘publicly 
owned and operated” and “similar” in the first section of the 
bill, making it read as follows: 


That is shall be unlawful for any common carrier by water, 
either directly or indirectly, through the medium of any agreement, 
conference, association, understanding, or otherwise, to prevent or 
attempt to prevent any common carrier by water from extending 
service to any terminal located on any improvement project author- 
ized by the Congress, at the same rates which it charges for service 
at its nearest regular port of call. 


The House merchant marine committee has not yet ar- 
ranged to consider the Copeland intercoastal steamship regula- 
tion bill on which it recently concluded hearings, with a view 
to getting the bill through the House at this session, which will 
come to an end March 4. 


AIR MAIL SERVICE 


The Trafic World Washington Bureau 


The drive for economy being made by certain members of 
Congress, coupled with the attacks of others on federal sub- 
sidies, resulted in the Senate knocking out of the post office 
appropriation bill the appropriation of $19,000,000 for the air 
mail service for the fiscal year beginning July 1. This action 
was not final, however, as the House approved the $19,000,000 
item and the matter will have to be ironed out in conference 
between the two branches of Congress. One reason for the 
action also was a desire to effect a revision of air mail policy. 

The attack on the air mail appropriation began with the 
offering of an amendment by Senator McKellar, of Tennssee, 
which would have had the effect of reducing the appropriation 
to $9,500,000. 

“We are doing too much for these companies, especially in 
these hard times,” said Senator McKellar, referring to federal 
payments to air lines carrying the mail. “Our government is 
so badly behind in its running expenses that it seems to me to 
be indenfensible for the Congress to appropriate these vast 
sums for air mail companies.” 

The senator said the Ludington Line, operating between 
New York and Washington for some time and which recently 
established extensions to the south, was doing business without 
a government subsidy. He thought if a line like that could get 
along without a subsidy, subsidies should be done away with. 
His amendment, he said, would cut the air mail subsidy 50 per 
cent. : 

Question arose as to the government’s contractural obliga- 
tions to the air mail operators and Senator McKellar said the 
Postmaster General had admitted that the air mail payments 
could be cut down. The senator did not believe that it would 
be a violation of the contracts to wipe out the entire $19,000,000. 

Senator Glass, of Virginia, speaking of the air mail service, 
said: 


I think it is a complete fad, and I have said so in the committee 
over and over again. It is nothing but a fad. It is not a necsesity. 
We have the best railway mail service in the world, and if anyhody 
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finds that the best railway mail service in the world is inadequate 
for his particular purposes and fancy, he can resort to the day 
letter or the night letter of the telegraph companies, without any 
taxation on the people of the country, and, if he finds that that is 
not adequate for his purposes, he has the long-distance telephone 
service available to him. It is nothing but a fad, and, in my judg- 
ment, it is a wicked expenditure of the taxpayer’s money in these 
times of dreadful necessity. 


Senator McKellar contended that the air mail service was 
in competition with the railway mail service and that payments 
for the latter service had been reduced as a result. 

“In other words,” said Senator Glass, “the government is 
pursuing practices that are undermining the railroads of the 
country and then we are appropriating hundreds of millions of 
dollars to save the railroads.” 

“That is right,” said Senator McKellar. 

Senator Oddie, of Nevada, speaking for the air mail, said 
that to reduce further the appropriation made by the House 
would seriously cripple the service, the House having granted 
$1,000,000 less than was asked. He said the American people 
were receiving a great service which they did not wish to lose. 
He submitted a statement by Charles L. Lawrence, of the Aero- 
nautical Chamber of Commerce of America, Inc., in justifica- 
tion of federal aid for aviation. 

Senator Bingham, of Connecticut, one of the “air-minded” 
members of the Senate, said the McKellar amendment would 
wreck commercial aviation in America. If a 50 per cent cut 
were made as proposed, 90 per cent of the air lines would go 
out of business, he said. Replying to Senator Glass, he said: 


I know the senator from Virginia does not believe in the air mail. 
He thinks that is a foolish expenditure of money and that our citi- 
zens ought to be satisfied with the ordinary mail, and, if one is in 
a hurry, that he should use the telegraph service. He has an entire 
right to that opinion, of course, and he will vote to reduce the 
amount; but I submit if we believe $19,000,000 is more than we think 
we can afford to spend at this time in promoting aviation in America, 
while we may reduce the amount down, do not let us reduce it to 
such an extent as to put out of business the companies that are 
now carrying the mail. 


Senator Bingham referred to the millions of dollars the 
government had spent in providing airway facilities and to the 
expenditures of cities for airports, and argued against jeopardiz- 
ing those investments by a refusal to continue the mail pay- 
ments. 

Senator Long, of Louisiana, spoke in support of the air mail 
payments. 

Senator McKellar charged that air subsidy payments went 
to banking interests that largely controlled aviation companies 
and named the National City Bank and Chase Bank of New 
York as having “interlocking directorates with and very largely 
control these avation companies” Senator Black named the 
Guaranty Trust Company of New York, which he said was said 
to be a “Morgan” bank, as represented on the board of the 
American Airways, Inc., by one of its directors, 


Senator Long said that if the mail payments were to be 
reduced because Morgan & Company benefited from them, the 
rail mail payments should also be reduced because the railroads 
were practically dominated by Morgan and Kuhn-Loeb. 

Senator Bingham, recurring to the statement of Senator 
McKellar that the air mail payments could be reduced or 
stopped, said the air mail companies were not operating under 
contracts but certificates expiring April 5, 1936, and the certifi- 
cates might be canceled only “for wilful neglect on the part of 
the holder to carry out any rules, regulations or orders made for 
its guidance.” 

Senator Bingham said the Postmaster General could reduce 
rates of compensation, but if he reduced them below a reason- 
able rate the contractor could apply to the federal courts for 
relief. 

Senator Tydings, of Maryland, who has urged the Senate to 
keep federal expenditures within income, asked where the air 
companies and others would be if the government kept on living 
“on the future” as it had been doing and the day finally came 
when the government’s credit was gone. Then, he said, there 
would be no money for the air lines. 

Senator Dill, of Washington, said he disliked to see the air 
mail curtailed, but that he would vote for the McKellar reduc- 
tion. When reductions in appropriations were proposed, he said, 
“everybody has some pet government activity which he believes 
must be maintained.” 

A substitute amendment for the McKellar amendment, of- 
fered by Senator Metcalf, of Rhode Island, reducing the appro- 
priation from $19,005,000 to $16,000,000 was adopted by a vote 
of 46 to 33. 

Then Senator Robinson, the Democratic leader in the Sen- 
ate, saying he wished to test the sense of the Senate “on this 
proposition,” moved to strike out the air appropriation alto- 
gether. 

“We are talking here every day about reducing appropria- 
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tions but we do nothing that is worth while along that line,” 
said he. 

The Robinson amendment was adopted by a vote of 39 to 
35. Senator Robinson had explained that he favored striking 
out the item entirely with the idea that before July 1 a new 
policy with respect to air mail payments might be worked out. 


House Committee Action 


Chairman Mead, of the House committee on post office and 
post roads, referring to the McKellar proposal to cut the air 
appropriation to $9,500,000, told the House that such a drastic 
cut would absolutely ruin the service. He said his committee 
had completed an exhaustive survey of the air mail lines and 
that it was now ready to make a report that would provide for 
substantial savings, permit of substantial reductions “and in 
my judgment eliminate the subsidy in its entirety by 1941.” 
He believed the House appropriation of $19,000,000 for the next 
fiscal year should be sustained. The committee believed, he 
said, that certain of the air service extensions authorized by 
the Post Office Department should be canceled and that greater 
limitations should be placed on the Postmaster General’s power 
to _— extensions and make rates. Continuing, in part, he 
said: 


_. We are ready to propose a fixed rate which, in our judgment, 
will take 33 per cent of the air mail service out of the subsidized 
class. The rate we propose will give the air mail contractor 2 mills 
per pound-mile, with a maximum of 75 cents per mile. When the 
mail volume increases so the amount per mile at the mileage rate 
would exceed 75 cents, that limit would apply. A rate of 2 mills per 
pound-mile, with a subsidy rate not to exceed 25 cents per mile, 
would be given to those lines which can not operate without a sub- 
sidy. _ Within a period of five years all of the lines in this class 
receiving a subsidy would have to go in with the first class and op- 
erate on a self-sustaining rate. 

We are going to recommend that interlocking financial interests 
and directorates in this industry be prevented by law. 


Representative Kelly, of Pennsylvania, supported the state- 
ment made by Mr. Mead. 

Postmaster General Brown has announced the following 
changes in the air mail service, effective February 1: 


The service operated by American Airways between Cleveland 
and Albany will be extended so as also to operate between Boston, 
via Springfield, Mass., to Albany, and also from Buffalo to Detroit. 

The line from Detroit to Toledo operated by American Airways 
will be extended to Columbus, Ohio. 

The line operated by Trans-Continental and Western Air, Inc., 
from New York to Los Angeles will be extended to Bakersfield, 
Fresno and Oakland, Cal., and also from Columbus via Ft. Wayne, 
Ind., and Chicago, Il. 

The line operated by American Airways between Detroit and 
Sones, ie. will be extended across Lake Michigan to Mil- 
waukee, is. 


AIRPLANE CONTRACTS 


The War Department has announced awards of contracts for 
airplanes, engines and parts aggregating close to $4,000,000 as 
follows: Boeing Airplane Co., Seattle, Wash., 111 pursuit air- 
planes and parts, $1,201,117.50; Glen L. Martin Co., Middle River, 
Md., 38 bombardment planes, $2,070,890.51; Bellanca Aircraft Cor- 
poration, New Castle, Del., 10 cargo transports, $275,651; Douglas 
Aircraft Co., Inc., 15 observation planes, $174,613.40; and Pratt 
& Whitney Aircraft Co., East Hartford, Conn., 28 air-cooled 
engines, $157,729.12. 


AIR CHAMBER OFFICERS 


Thomas A. Morgan, president of the Curtiss-Wright and 
North American Aviation, Inc., has been elected president of 
the Aeronautical Chamber of Commerce of America, the national 
trade association of the aircraft industry which embraces all 
branches of the aviation industry within its membership. He 
succeeds Charles L. Lawrence, inventor of the radial air- 
cooled aircraft engine. The board of governors of the cham- 
ber also have elected an executive committee of seven to guide 
the industry’s policies in 1933, as follows: Clayton J. Brukner, 
president, Waco Aircraft Co., Troy, O.; Thomas B. Doe, presi- 
dent of Eastern Air Transport, Inc.; Jerome C. Hunsaker, vice 
president of Goodyear-Zeppelin Corporation, Akron, O.; Charles 
L. Lawrance, president of Lawrance Engineering and Research 
Corporation, New York; Lester D. Seymour, president of Amer- 
ican Airways, Inc., Chicago; George S. Wheat, vice president 
of United Aircraft and Transport Corporation and United Air 
Lines; and Mr. Morgan. Mr. Lawrance was elected treasurer 
and Charles F. Barndt of Great Lakes Aircraft Corporation, 
Cleveland, O., was chosen secretary. Luther K. Bell was re- 
elected general manager. 





FEDERAL GASOLINE TAX 
The House has passed a bill to make the federal gasoline 
tax of one cent a gallon effective until June 30, 1934. Automobile 
interests opposed the extension of the tax. 
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Motor Vehicle Transportation 





EFUSAL of the Illinois Commerce Commission to grant a 

certificate of convenience and necessity to the Keeshin 
Motor Express Company to conduct a transportation business on 
the highways of the state (see Traffic World, January 28, p. 181) 
has not dimmed the ardor of J. L. 
Keeshin, president of the company, as 
an advocate of both state and inter- 
state regulation of highway transpor- 
tation service. He regards the estab- 
lishment of reasonable regulation as 
the only possible way of curbing the 
destructive warfare being waged be- 
tween different types of carriers and 
among members of the same class. 
He also holds that transportation 
chaos, with shippers and carriers both 
listed among the casualties, is inevit- 
able unless effective, reasonable regu- 
lation is brought about. 

“Until all types of regulated car- 
riers are placed on something like an 
equal footing before the law, and can 
deal with each other as equals, the 
public will be deprived of many of 
the benefits and economies that would 
otherwise be possible,” he says. 

In addition to being the head of 
one of the largest motor transport companies in the middle west, 
Mr. Keeshin is also president of the American Highway Freight 
Association, organized last November, at a meeting in Wash- 
ington, D. C., for the explicit purpose of enforcing a demand for 
federal regulation of transportation on the highways. His own 
company has an investment in the transportation business of 
approximately half a million dollars. Its business has about 
doubled since the fall of 1929. 

Transportation racketeering on a scale the country has 
never known is pictured by Mr. Keeshin as a definite threat 
if state and national legislatures fail to meet the existing situa- 
tion intelligently. That situation penalizes the legitimate opera- 
tor to the benefit of the “wildcatter,” the “fly-by-night,” and 
the one-truck transportation business, he declares. The diffi- 
culty of conducting a motor transport business on a lawful, 
business-like basis is becoming greater with the enactment of 
every new state regulatory statute, he says. Competition is 
becoming sharper and more irresponsible. Under these condi- 
tions, the shippers’ interest in a stable rate structure is vio- 
lently threatened, he contends. 

Prior to its rejection of the Keeshin application, the Illinois 
commission had not decided as to the “convenience” and “neces- 
sity” of the service of any of the major highway transport 
operators in the state. The ultimate results of that decisoin 
are a matter of considerable speculation in the state. The 
nature of the decision, however, will make no difference in the 
attitude of the American Highway Freight Association on the 
subject of regulation, says Mr. Keeshin. “Right is right, re- 
gardless of personal feelings that may result from a particular 
act,” says he. 





J. L. Keeshin 


Large Issues at Stake 


The cost and technique of transportation, like those of 
taxes, vastly influence all business, whether or not it is aware 
of it, he argued. “The availability of a new, fast, flexible form 
of transportation, no less than the survival of an efficient rail- 
road system, is at issue. National transportation legislation is 
in the making and the highway transport operator hopes to 
have a voice in its shaping. 

“The American Highway Freight Association is on record 
as unanimously in favor of interstate regulation of highway 
transportation. There is no other possible solution of the 
transportation mess into which we have drifted. Such regula- 
tion as we have today is imposed by the individual states, and 
it is just as individual as the states. The law of one state, 
if conformed to by an operator, makes a law Violator of that 
Same operator in an adjoining state. Each state is building 
a Chinese wall around itself in the matter of motor transport 
services. Worse than that, many of the existing regulatory 
laws have the effect of penalizing the legitimate operator, the 
man who tries to meet the statute requirements, to the benefit 
of the man who attempts to evade the letter of the law. At 
present, all regulated carriers, whether they are operating on 


rails or on highways, are harassed by a multiplicity of con- 
flicting requirements, while the motor transport operator with- 
out a certificate goes his own sweet way with nothing but 
the nemesis of equipment depreciation to check him.” 

One hundred and sixty-six highway units are operated by 
the Keeshin company in over-night, door-to-door service in a 
territory bounded by Ft. Wayne and South Bend, Ind., on the 
east, and Peoria, Ill., and the Mississippi River, on the south 
and west. Chicago is the hub of its transport activities. The 
company has literally grown with the highways in the nineteen 
years since Mr. Keeshin began working for his father as a 
trucker on the old South Water Market in Chicago. The com- 
pany holds certificates for its Indiana operations and was one 
of the first to file a petition for a certificate with the Illinois 
commission. 

Association Membership Growing 


Present state regulatory laws are more productive of trans- 
portation racketeering than of transportation stability, says Mr. 
Keeshin. “It is to meet that situation, and to make it possible 
for the legitimate operator to be law abiding, that the Ameri- 
can Highway Freight Association was organized,” he adds. 
The association now has a membership of several hundred of 
the strongest companies in the country, representing an invest- 
ment of nearly a hundred million dollars, he says. It expects 
to have a thousand members within a few months, with rep- 
resentatives in every state in the union. Only the more re- 
sponsible operators, who publish rates and abide by them, and 
are financially responsible are eligible, he says. 

Business evils resulting from an unstable rate structure 
have been the subject of many comments. The commission 
has pointed out that the transportation side of any business 
becomes no better than a lottery in the absence of some per- 
manence in freight rate structures. According to Mr. Keeshin, 
the inevitable result of the present trend is ultimae rate chaos, 
with certainty that there will be no such thing in the imme- 
diate future as predictable transportation costs, unless the 
necessary regulation is forthcoming. The effect on business 
and on those engaged in supplying transportation, he holds, are 
sufficiently obvious to require no elaboration. He is explicit as 
to the kind of regulation required. 


What Is Required 


“It goes without saying that the majority of interstate op- 
erators favor uniform state laws with respect to size and weight 
of vehicles, lights, wheels, axle loads, and other provisions af- 
fecting the safety of operation,” said he. “But the operators 
in our national association are agreed that accomplishment of 
such uniformity would only be a beginning. In addition to re- 
quirements as to safety, responsibility, and equitable taxation, 
there must be regulation of rates and of the services them- 
selves. It is no concoction of milk and water, merely to put 
an official stamp on highway services, we are asking. 

“An interstate regulatory law should be enacted giving the 
Interstate Commerce Commission authority to prescribe both 
maximum reasonable rates and minimum rates. The authority 
should cover both the common carrier type of service and so- 
called contract carriers. The experience accumulated by states 
that have attempted regulation of common carrier services but 
not those of the contract hauler has demonstrated conclusively 
the absurdity of trying to regulate the one and not the other. 
The decision of the Supreme Court on the Texas law answers 
the question as to whether the contract carrier can be regulated. 

“The rate level for highway services should be approxi- 
mately that in effect for rail service for distances of two hun- 
dred miles and under. The motor transport operator can make 
money on such rates, giving store-door pickup and delivery in 
addition to the line-haul. For distances over two hundred 
miles, the highway rate structure should be on a higher level 
than applies by rail. In my opinion, however, profitable opera- 
tion over the highways is not possible over two hundred miles. 
There are plenty of operations in excess of that, but in a 
measure that is caused by the regulatory situation. 

“The highway transport operator would be glad to coordi- 
nate his services with those of the railroad, turning shipments 
over to it for all hauls in excess of two hundred miles. In the 
case of my own company, for illustration, we have attempted 
to get the railroads to take over business of this kind, but they 
insist on prepayment of freight and make other exactions we 
do not make of our customers. We have been forced to give a 
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lot of business to connecting line highway carriers that we 
would rather not have handled at all, but had to take to get 
the short-haul business of the particular customer. To be fair 
to the railroads, it must be said that they haven’t a free hand, 
due to regulation. None the less, in my opinion, they have 
shown no disposition to bring about coordination.” 


Not Academic Question 


Enactment of an effective, equitable, interstate regulatory 
law is not simply a matter of academic interest, involving only 
the application of abstract conceptions of right and justice, in 
the mind of Mr. Keeshin. It is one of two alternatives, as he 
sees the matter. He is emphatic when he discusses it. Rate 
chaos becomes more threatening every day, he says. It is be- 
coming more and more difficult for the responsible, self-respect- 
ing highway operator to maintain a fixed rate schedule in the 
face of “sniping” from every side on the part of the irresponsible 
operator, the man who will take a load to get money for gaso- 
line, the trucker returning to the country after delivering half a 
dozen head of live stock at the market, or the operator who 
simply doesn’t know his costs. 

“If the legitimate operator, who has spent years in building 
up a business, is not protected from the racketeer and allowed 
to be law abiding, as a measure of self preservation, he will 
simply have to adopt the practices of his competition,’ he 
warns. “Transportation will become a greater racket than any- 
thing brought in by the eighteenth amendment.” 


FARM PRODUCTS BY TRUCK 


Field representatives of the Bureau of Agricultural 
Economics of the Department of Agriculture report that motor 
trucks are hauling an increasing volume of farm products. 

“In the east,” says the bureau, “the situation is most 
observable in the many truck loads of Florida citrus fruits that 
are being retailed by truckmen-peddlers along the highways 
from North Carolina to Massachusetts. Carlot receivers, whole- 
salers and retailers of farm prdouce in practically all markets 
are complaining of the truck competition.” 

Records of the bureau show that of the total fruit and 
vegetable receipts in eight large markets in the first eleven 
months of 1932, 36 per cent came by truck, compared with 29 
per cent in 1931, and 25 per cent in 1930. 

The bureau’s market news representative at Chicago has 
reported that “truck receipts are becoming an important factor 
in the Chicago potato market, and local carlot receivers are 
inclined to view the situation with some alarm, as it is cutting 
in on their business.” In one day, recently, thirty carloads of 
potatoes reached Chicago in motor trucks, principally from 
Michigan and Wisconsin. Continuing, the bureau’s representa- 
tive said: 


This stock is delivered to the jobbers’ stores at about five cents 
per hundredweight less than the local carlot price. Taking into con- 
sideration the five cents per hundredweight drayage cost, it means 
that jobbers are able to buy trucked-in stock at about ten cents 
per hundredweight less than carlots on track. Carlot receivers can- 
not meet this competition without a loss. Fully 75 per cent of the 
trucking is by growers and by small truckers with headquarters in 
producing areas. 

Unemployment has no doubt contributed materially to the huge 
increase in truck movement, but the swing has been increasing rap- 
idly each year, both as to tonnage and length of hauls. Unless some 
way is devised for obtaining at least a fairly complete record of truck 
movement of the various fruits and vegetables, the value of our rail 
-_ boat shipment figures will become impaired more and more 
each year. 


The government marketing officials are interested in the 
latter phase of the situation. Prior to the advent of motor 
trucking, they had built up practically a 100 per cent accurate 
news service on the quantity of fresh fruits and vegetables 
moving daily from shipping points. This kept farmers, dealers 
and wholesalers informed as to quantities received and to be 
received by rail and boat in consuming markets, and it was 
possible to divert shipments to prevent market gluts and 
famines, according to the bureau. 

“No satisfactory method has been developed to keep track 
of motor truck shipments rolling over a net work of highways, 
and trading in important consuming markets is at times 
demoralized by the unexpected receipt of motor-trucked 
produce,” it says. “Carlot receivers at New York, Philadelphia, 
Boston, Chicago, and many other large markets complain of 
this situation.” 

A bureau representative at Grand Rapids, Mich., recently 
reported: 


_ Truck movement (of potatoes) is very heavy. Truckers, in addi- 
tion to supplying the Detroit market, are now reported as supplying 
Chicago with liberal receipts. The continued and effective competi- 
tion of truckers is creating a very serious problem for the rail 
shippers. Not only are the truck operators taking the tonnage away 
from the rail shippers, but they also operate on so small a margin 
that they can pay more and Sell for less, so that the established 
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potato firms are losing most of the margin of profit in the business 
they are handling. 


“At a recent Washington meeting of state and federal mar- 
keting officials it was declared that ‘motor truck transporta- 
tion is the biggest marketing problem in all states,’ and the 
development of ‘some means of coordinating and regulating 
trucking facilities’ was recommended,” says the bureau. ‘“Re- 
ports indicate that the average quality and grade of motor 
truck shipments are lower than for rail shipments. Carlot 
shippers contend that placing marketing control in the hands 
of numerous small truckers weakens the market price situation. 

“Many growers say they favor motor truck market ns 
cause it affords a direct method of shipment from farm to 
store door or customer, often at less cost than rail shipments; 
it saves time on short and medium distance hauls, making it 
possible to get the product to the consumer in fresh condi- 
tion; it enlarges marketing outlets and finds new customers; 
it reduces packing expense; it decreases marketing risks by 
encouraging cash sales at the farm. 

“Nowadays fruit and vegetable growers located in a pop- 
ulous area may sell at retail from a roadside stand, and the 
motor truck peddler may drive five’ hundred miles away to 
return with a load of produce that he may Sell in job lots in 
large city markets, to retailers in small country markets, or he 
may peddle along the highways and city streets.” 


MOTOR VEHICLE TAXATION 


Motor vehicle taxation reached the highest point in history 
in 1932, according to preliminary figures made public by the 
national taxation committee of the American Automobile Asso- 
ciation. 

“In the face of declining registration and decreased use of 
the motor vehicle as reflected in declining gasoline consumption, 


an all-time high for taxation was reached in 1932, with an 


average tax of $45.28 per vehicle,” it stated. 
Among the outstanding facts, says the association, revealed 
by the survey are the following: 


That on a total valuation of $4,505,625,600, motor vehicle property 
paid $1,099,293,844 in federal, state and local taxes, the equivalent 
of $45.28 per vehicle. 

That this amounts to a levy of 24.4 per cent per annum on the 


basis of the value of the property. : : 

That at the current rate, the average motor vehicle during its 
life period of seven years pays taxes in the amount of 170.8 per cent 
of its average value. 


Commenting on these figures, Sidney D. Waldon, of Detroit, 


chairman of the A. A. A. taxation committee, said: 


Any fair analysis of the situation today should convince Congress 
and the state legislatures that topheavy and unscientific motor taxes, 
together with the growing tempation to use these taxes for general 
purposes, are threatening the country’s motor transportation structure. 

In the three-year period 1930, 1931 and 1932, there was decline 
of 2,269,281, or nine per cent, in motor vehicle registration. At the 
same time, there was decreased use of motor vehicles still registered, 
particularly passenger cars. In the face of these two facts, the per 
vehicle tax increased $7.56, or twenty per cent during this three-year 
period. The annual tax on the basis of valuation increased 6.1 per 
cent and the total tax on the average value paid through the average 
life of the vehicle increased 42.7 per cent. 

With the pyramiding of motor tax rates and the enactment of new 
taxes, there is every evidence that the situation has reached the point 
where the law of diminishing returns is making itself definitely felt. 
Many state highway departments are brought face to face with these 
diminishing returns just as they are confronted with increasing road 
obligations because of the inability of state subdivisions to meet their 
obligations. 

Unless steps are taken to put motor taxes on a reasonable level, 
to limit the agencies levying them, and to safeguard every cent of 
revenue from these taxes for road purposes, there is every reason to 
expect a breakdown of the motor tax structure of the country, a 
serious weakening of the credit behind state road bonds and a far- 
reaching demoralization of state road programs. 


TRUCKERS FAVOR REGULATION 


The Illinois Motor Truck Operators’ Association, with head- 
quarters at Chicago, went on record at a meeting January 31 as 
favoring state and interstate regulation of motor transport 
services. The resolution on regulation was introduced by Walter 
McCarron, manager of the association. He expressed the view 
that rate regulation was essential if “wild cat’? operators were 
to be eliminated and competitive difficulties were to be ad- 
justed. 

The association is composed of several hundred local 
cartage companies in its membership and has recently created 
a highway division, taking in inter-city truckers. Some sixty 
operators in that class have become members in the last few 
weeks. There was considerable discussion at the meeting of 
the decision of the Illinois Commerce Commission last week 
denying a certificate of convenience and necessity to the 
Keeshin Motor Express Company, one of the association mem- 
bers. It was decided that the association should take an active 
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part in protecting the interests of its members before the 
state commission and in the courts. “The decision in the 
Keeshin case was an obvious injustice,” said Mr. McCarron. 

It was also decided that the association would oppose the 
application now before the state commission of the Railway 
Express Agency to conduct a cartage service in the Chicago 


area. 


FEDERAL TAX ON MOTOR CARRIERS 


Representative Boland, of Pennsylvania, in remarks in the 
House, appealed for action on his bill H. R. 7246, providing for 
a tax on busses and trucks on the highways with a view to 
making these vehicles make a greater contribution than they 
are now making to the cost of the highways and to removing 
unfair competition with the railroads. 


MOTOR VEHICLE REGULATION 


The Traffic World New York Bureau 


Agreement on many aspects of the problem of regulation of 
the motor vehicle and the relations between it and the railroads 
was announced by the Joint Committee of Railroads and High- 
way Users on Jan. 29 after three months of intensive study and 
discussion. Announcement to that effect was made in a state- 
ment by W. W. Atterbury, chairman of the body representing 
the railroad executives, and Alfred H. Swayne, chairman of the 
body representing highway users. A report in two parts with a 
third part to come later, setting forth the conclusions upon 
which there has been agreement and points upon which the 
members of the groups disagreed, is to be sent to the National 
Transportation Committee. The first part contains the regu- 
lations, the second explanatory notes. This action, the an- 
nouncement said, was taken in accordance with a request made 
some time ago by the late Calvin Coolidge and his associates. 
They desired an opportunity, it said, to study the results of 
the joint committee’s investigation. 

Rate regulation of motor vehicles and’ the length and 
weight of vehicles, the announcement said, were points upon 
which it had not been possible to reach complete agreement. 

“It is our hope and expectation that, as future conferences 
are held and facts are developed,” says the announcement, “even 
the present differences will disappear. To this end, we are 
recommending to our sponsoring bodies that our committees be 
continued for further discussions. 

“We regard the achievements of the present report as a 
distinct step forward in the development of sound public trans- 
portation policies, as it is always wiser that economic problems 
should be solved by conference rather than by legislation. Our 
conferences grew out of a mutual appreciation of the need of a 
rational appraisal of the relations between rail and highway 
transport in the light of the broad public interest involved in 
the use of these facilities.” 

The report covers all motor vehicles in both interstate 
and state operations, including the private car as to which the 
recommendation is a registration fee for the passenger auto- 
mobile, graduated according to weight or horsepower and a 
gasoline tax; for busses and other:vehicles carrying passengers 
tor hire, a registration fee based on mileage operated and gradu- 
ated according to seating capacity and a gasoline tax; for 
trucks, a registration fee, graduated so that it will increase 
more directly with weight, and a gasoline tax. 

Special taxes levied upon motor vehicles using highways, 
the committee said, should be devoted entirely to highway pur- 
poses, adding that there should be no diversion of such taxes 
in any degree to any other purpose. 

Gasoline taxes, the committee said, should not be so high 
as to encourage evasion. The committee also favored as com- 
plete administrative coordination as possible among govern- 
mental units now having jurisdiction over motor vehicles, to 
the end that there might be realized the utmost efficiency and 
economy in highway expenditures. 

Disagreement about the rates of carriers by motor on the 
highways extended to interstate and state operations and as to 
common and contract carrers. 

Under the caption “federal legislation” the parties agreed 
that “adequate requirements should be imposed upon common 
carrier trucks in interstate commerce to insure just and reason- 
able rates, with provision for publication thereof and adherence 
thereto, and proper inhibition against undue discrimination.” 
That is where the railroad representatives stopped. The high- 
way user representatives added to that “if and when sufficient 
data have been collected to indicate the desirability of such 
regulation in the public interest.” 

The disagreement again cropped out with respect to con- 
tract trucks. They agreed that “as to contract trutks in inter- 
state commerce,” there should be regulation requiring such 
trucks “to observe minimum rates fixed by regulatory authority 


The Traffic World 


PAGE 239 





and comply with rules and practices applying to rates and serv- 
ice, as may be prescribed by such authority.” There the rail- 
roads stopped while the representatives of the highway users 
added, “if and when sufficient data have been collected to indi- 
cate the desirability of such regulation in public interest.” 

The reservation by the representatives of the highway user 
interest was repeated in the recommendations for state legis- 
lation. 

Under the caption “physical regulation, dimensional and 
weight limitations,’ the two interests represented again parted 
company. The railroad representatives said that, “believing 
that weights and lengths are matters that should be left to the 
proper state regulatory authority, as they may find to be in the 
public interest, the railroads are unable to make any definite 
recommendations for uniform. application.” 

Representatives of the highways users said: “The recom- 
mendations of the highways users for weights and lengths are 
those adopted Nov. 17, 1932, by the American Association of 
State Highway Officials and the United States Bureau of Public 
Roads for the purposes of: (a) establishing one of the funda- 
mental prerequisites of highway design; (b) promoting efficiency 
in interstate operation of motor vehicles; (c) securing safety in 
highway operation; (d) removing undesirable equipment and 
operations from the highways; and (e) stabilizing on a definite 
basis the many relationships between the highway and the 
motor vehicle. The highway users urge the acceptance of the 
entire code.” 

The report starts out with a declaration of principles in 
which it is asserted that the public is entitled to the benefit of 
the most economical and efficient means of transportation by 
any instrumentalities of transportation which may be suited to 
the purpose, “and no legislation should be enacted which has 
for its purpose the stifling of any legitimate form of transporta- 
tion.” The supreme test, the declaration.adds, must always be 
the interest of the public. 

“In principle,” says the declaration, “all those using the 


’ highways for commercial purposes in interstate and intrastate 


commerce should be subjected to regulation. 

“Section 500 of the transportation act should not be con- 
strued as an expression by Congress of preference for rail or 
water transportation over transportation by motor vehicle, nor 
as a declaration by Congress of the relative importance to the 
public of the several kinds of transportation.” 

The report says that common carriers of persons and/or 
property in interstate commerce on highways should be under 
the jurisdiction of the Interstate Commerce Commission, or 
other properly constituted federal tribunal, and should be re- 
quired to obtain certificates of public convenience and necessity. 
In determining on the issue of such certificates the regulatory 
authority should give proper consideration to: Necessity for 
and convenience to the public of the proposed service; authority 
and permanence of the service to be offered by the applicant; 
the existing transportation service, whether by motor vehicle. 
water, rail or other agencies of transportation, the continued 
existence of which is essential to the public welfare; as to the 
present adequacy and possibilities for improvement to meet all 
reasonable public demands; as to the effect thereon of the 
proposed service; and the financial responsibility of the ap- 
plicant, including adequate provision for surety or insurance, 
bond, or agreement, for protection of other users of highways, 
passengers, shippers and the general public. 

The recommendations favor the keeping of accounts, the 
making of reports, regulations of security issues, hours of serv- 
ice for drivers in the interest of public safety, and the issuance 
of certificates to carriers in continuous and bona fide operation 
before and up to the time the legislation without further proceed- 
ings if their operations are bona fide for the purpose of fur- 
nishing reasonably continuous and adequate service and if they 
meet other requirements of such legislation. As to contract and 
other carriers in interstate commerce, the recommendations, 
except the one concerning rates hereinbefore mentioned, follow: 


Contract carriers of persons and/or property in interstate com- 
merce on highways should be required: 

To secure a permit to operate from the duly authorized regulatory 
authority; provided, however, that certificated carriers of persons 
— not be required to secure such permits for occasional contract 
service; 

In the interest of public safety on highways, to meet require- 
ments as to qualifications and hours of service for drivers, as pre- 
scribed by regulatory authority; 

To keep such records and file such reports as the regulatory 
authority may reasonably prescribe; 

To make adequate provision as to financial responsibility, including 
surety or insurance, bond, or agreement, for protection of other users 
of highways, passengers, shippers and the general public in cases of 
personal injury and/or property damage; 

As to contract busses in interstate commerce, to observe minimum 
rates fixed by regulatory authority and comply with rules and prac- 
tices applying to rates and service, as may be prescribed by such 
authority; 

Private passenger vehicles and private carriers of property should 
not be required to secure a permit from a federal regulatory authority 
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nor otherwise be subjected to federal regulation; provided, how- 
ever, that— 

Any private carrier of property who engages in the transportation 
on the highway of any commodity not of his own production, for 
hire or for the purpose of sale by such carrier as principal or —_ 
unless he has a bona fide established place or places of business 
regularly and continuously used for sale of such commodity, and any 
private carrier of persons who arranges as agent or principal to 
transport passengers on a share-expense or other irregular fare basis, 
should be required: 

To secure a license to operate from the duly authorized regulatory 
authority; 

To have financial responsibility or adequate provision for surety 
or insurance, bond, or agreement, for protection of other users of 
highways, passengers, shippers and the general public; 

In the interest of public safety on highways, to meet requirements 
as to qualifications and hours of service for drivers, as prescribed 
by regulatory authority. 


State Legislation 


Radical revision of highway transport legislation now pend- 
ing in forty-three state legislatures will be attempted if the 
spirit of the report of the Joint Committee of Railroads and 
Highway Users is adhered to, in the opinion of Roy F. Britton, 
director of the National Highway Users’ Conference which 
sponsored the highway users’ group on the joint committee. 
Though the two transportation groups were not entirely in 
accord they did agree on many points, including reciprocity and 
opposition to the diversion of special taxes. 

In many states there are pending bills for the diversion 
of the gasoline tax receipts to purposes other than the build- 
ing and maintenance of highways and bills designed to break 
down reciprocity agreements. If the spirit of the agreement 
reached is maintained, it may be expected, he says, that repre- 
sentatives of the railroads, whose efforts, in the main, have 
been towards the adoption of these and similar measures aimed 
at highway transport, and those working in the defense of 
motor transportation, will join in an attempt to have this legis- 
lation revised in accordance with the joint agreement. 

On those questions which the committee found agreement 
impossible, it is to be expected, he says, that both groups will 
continue to urge their respective points of view on the legis- 
lative groups. 


Following is a survey made by the National Highway Users’ 
a of the types of legislation offered since the first of 
this year: 


Arizona: Various proposals have been introduced in the Legisla- 
ture to increase taxation of trucks, Other measures would increase 
the speed limit from 35 to 45 miles per hour, repeal the kerosene tax 
law and reorganize the highway department. 

Arkansas: Prohibition of six ton or greater capacity trucks is 
proposed in one measure. Reflecting further the pressure against 
trucking interests are proposals to increase license fees for heavy 
trucks and, on the other hand, reduce fees for light trucks. Several 
measures have been introduced to reduce passenger auto license fees, 
ranging from a one-third reduction to a two-thirds reduction. Another 
measure would limit importation of more than twenty gallons of gaso- 
line to a vehicle with a provision for assessment of a tax on any 
greater quantity. To enforce this act filling station operators on high- 
ways leading into the state would be made inspecting officers. Non- 
residents driving their cars in the state for more than a ten day 
period would be required to register them and pay a one dollar fee. 
Other measures include repeal of the severance tax, reductions in 
the auto dealers’ tax, refunds for agricultural, industrial and domestic 
purposes, and abolishment of the highway commission and transfer 
of duties to the railroad commission. 

California: A measure which would seriously affect the trucking 
industry in that state provides 7,000 pounds as the gross weight limit 
—vehicle and load—of any truck. Another would not permit trucking 
of gasoline. Highway construction to be curtailed for a period of 
three years from October 1, 1933—no new construction being per- 
mitted—is a ange in another bill. Diversion of $4,000,000 from the 
gasoline tax fees to the general fund is also proposed. Other measures 
introduced are registration of automobiles every two years instead of 
annually, with the requirement that there would be only one license 
plate on the car, this to be placed at the rear of the car; amendment 
of the financial responsibility law; limitation of the property tax for 
highway use to forty cents on each $100; the showing of payment of 
all taxes before one can register an automobile; reduction of the 
gasoline tax one cent; and exemption from attachment of all auto- 
mobiles up to the value of $500. 

Colorado: Many measures for amending the law relating to motor 
carriers have been introduced which would in various ways limit 
trucking operations, Other measures call for tax payments before 
registration of an automobile, and the requiring of financial security 
of motor vehicle operators. 

Connecticut: Bills providing for reduction of automobile registra- 
tion fees in different amounts and for an increase of one cent in the 
gasoline tax have been introduced. Another measure would require 
shatter-proof glass on all automobiles. 

Delaware: Measures have been introduced that would reduce auto- 
mobile registration fees. 

Georgia: Reduction of the auto registration fee to a flat $3.00 per 
ear basis has been proposed. This measure is supported by the gov- 
ernor. It reflects the failure to register many cars last year on ac- 
count of the owners’ inability to pay the license fees. It is hoped that 
this low fee will bring out many of the unused cars and that the state 
will make up for any possible loss or deficit by the increase in the 
gasoline tax proceeds. Several measures would divert various sums 
ranging from $4,000,000 to $7,500,000 to a 20 per cent basis of the 
state highway funds to meet unpaid appropriations. Amendments to 
the vehicle law and a requirement that automobile operators be li- 
censed before they be permitted to drive are sponsored in other bills. 

idaho: Measures introduced so far provide for the abolishing of 
special property taxes for highways. 
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Iilinois: It is proposed that all cars after January 1, 1934, be 
equipped with shatter-proof glass. Proposals have been made for the 
adoption of a uniform operators’ and chauffeurs’ law and the diver- 
sion of one-third of soline tax funds to the Illinois Emergency Re- 
lief is sought. Another measure provides that the Utilities Commis- 
sion fix motor carrier rates. A taxation measure fixes motor bus 
taxes at from five to twenty cents a mile. 

Indiana: One bill would require the payment of the personal 
property tax as a pre-requisite to registration. Another proposes a 
new law relating to ‘‘for hire’ carriers of persons or property, pro- 
vides that the Public Service Commission have full regulation over 
motor vehicle carriers. Other proposals provide for reducing the 
gasoline tax from four cents to three cents, compliance by inter- 
state commercial carriers with the state registration law, the carry- 
ing by busses and trucks of emergency signal flares to be used at night 
whenever the vehicle is stopped on the highway for any length of 
time, abolishing of the state highway commission and substitution of 
the state road commission, and a tax of $1.50 per hundred pounds 
on trucks, taking the truck without the load as the basis for com- 
puting the tax. 

lowa: Proposals have been made to curtail road construction pro- 
gram to gasoline tax revenue for years 1933-1935. If any one or any 
members of the immediate family is delinquent in his personal prop- 
erty taxes he would not be permitted to register his automobile is 
one proposal. Other proposals are that drivers’ licenses be renewed 
for a two year period instead of annually, motor vehicles except trucks 
be taxed one per cent of their value, truck length to be reduced from 
45 to 35 feet and permission to counties to reduce the mileage tax 
be given. 

Kansas: Automobile registration fees would be reduced to $3.00 
by one bill and in another reduction in truck fees ranging from $5.00 
to $75.00 is provided. The free transportation of school children would 
be limited to two in one family. Other proposals include provisions 
for exemption of the automobile from the personal property tax, re- 
duction of the automobile license fee to a flat rate of $1.00, the abol- 
ishment of the state highway department, the taxing of busses and 
trucks at a flat rate of $100 up to five tons and $25 for each addi- 
tional ton, further regulation of motor vehicle carriers, an increase 
in the motor fuel tax of from two to three cents, and the inspection 
of vehicles transporting gasoline to come under motor carrier law. 

Maryland: It is proposed to increase motor carrier fees and to 
provide further regulation and to reduce passenger registration fees. 

Massachusetts: One bill would regulate all share-expense trans- 
portation concerns. Another would limit the length of a tractor and 
a semi-trailer to 35 feet and would prohibit the operation of any 
trailer of greater than one ton capacity. Reduction in axle weights 
is provided in another measure. Among the proposals to relieve the 
unemployment situation is one which would require busses and trucks 
other than those of small capacity to have at least two men em- 
ployed to handle the vehicle. An eight hour day is sought for drivers 
and in another bill Sunday truck operation is prohibited. A one cent 
ton mile tax for trucks, exempting those operating within a 20 mile 
radius in the small capacity trucks, is asked. A unique bill would 
provide that all garages be ventilated to prevent carbon monoxide 
accidents. Another proposal would require power brakes on all motor 
vehicles manufactured after January 1, 1934. Other bills provide for 
large diversions from the gasoline tax fund for various uses, including 
charitable purposes. In order that title to automobiles may be safe- 
guarded, enactment of the model bill proposed by the National Con- 
ference on Street and Highway Safety is urged. Non-resident oper- 
ating trucks shall secure permit in advance and pay one cent per 
ton mile tax. 

Michigan: A proposal that the ‘for hire’’ vehicle tax on busses 
be fixed at $1.00 for each one hundred pounds gross weight not in- 
cluding load. Other measures would extend the registration period 
for sixty days, require operators and chauffeurs to be licensed and 
tax motor carriers on the basis of two per cent of the gross business 
with provision for further regulation, ; 

Minnesota: Bills were introduced to tax motor vehicles on fixed 
percentage of value in lieu of other taxes with 10 per cent annual 
allowance for depreciation, to reduce the present fees 50 per cent, 
to increase fees on busses and large trucks, to divert two and three 
quarter million dollars from the highway fund to the general fund, 
to require motor vehicle financial responsibility, to extend 1932 reg- 
istration for all of 1933, to further regulate carriers including super- 
vision of bus depot, and to limit the length of a vehicle to 35 feet. 

Missouri: Proposals have been made to permit a municipal license 
tax on motor vehicles not to exceed one-third of the state fee, to 
abolish the highway patrol, to establish the requirement of auto op- 
erators’ licenses and to require non-resident registration. 

New Hampshire: A bill to require registration by non-residents 
and to provide for additional regulation of commercial trucks. 

Mississippi: A bill to reduce the privilege tax on trucks fifty per 
cent. 

Montana: One bill would provide for highway patrol and another 
for the registration of non-residents. Provision also is sought com- 
pelling motor carriers to provide public utility insurance. 


Nebraska: A bill has been offered providing for the reduction of 
the gasoline tax from four cents to three cents per gallon, and an- 
other would place the automobile clubs under the Blue Sky provision. 
It is proposed that registration fees for automobiles be reduced fifty 
per cent. Another bill would increase the quantity of the share of 
the gasoline tax funds from one-fourth to one-half, to be used for 
roads and bridges. Motor carriers would be classified under the juris- 
diction of state railway commission by one bill. Other proposals are 
that municipalities be permitted to sell oil and gas, no truck shall be 
operated in excess of seven tons and that uniform operators’ and 
chauffeurs’ licenses be required. 

New Jersey: Registration fees from non-residents would be 
charged on the basis of similar fees charged in the state from which 
the non-resident comes. This provision would apply to those not the 
beneficiaries of reciprocal privileges. This measure has been proposed 
by the New Jersey authorities in order that they may effectively cope 
with the situation such as developed in connection with the Pennsy!- 
vania order restricting operation of New Jersey trucks within that 
state. 

New Mexico: Free text books would be furnished school children 
in the first eight grades if a provision enacting a 3 cent per gallon 
tax on lubricating oils ‘used in gasoline motors becomes effective. 
Cities would be prohibited from collecting drivers’ license fees under 
another measure. 

New York: One bill provides that a non-resident operating a “‘for 
hire’ vehicle within the state shall comply with motor vehicle regis- 
tration requirements. A number of bills have proposed increasing 


Fe 


a | 











February 4, 1933 The Traffic World PAGE 241 


The Direct Route 
cH ICAGO WORLDS FAIR 


Zi Be iS egies 
oe 






= Ben? 
ap] mT =i 






Illinois a Tracks Parallel 
the Grounds—From End to End 


When Chicago's Century of Progress Exposition 
opens June 1, the world will view a marvelous 
exhibit of 100 years of scientific achievement. It 
promises to be the greatest World's Fair in history. 


Forty years ago, on Illinois Central tracks paralleling 
the grounds, were transported tons of building 
material and priceless exhibits to the World's Fair 
of 1893. 


With vastly improved facilities, the Illinois Central 
stands at the gate of the New Fair furnishing another 
generation with the courteous, dependable, speedy 
and efficient transportation service that has character- 
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exemption cf trucks from one ton to 4,500 pounds, in order to relieve 
them of the burdensome 65 per cent increase in taxation which was 
enacted at the previous session. County funds received from the gaso- 
line tax shall be applied to county bonds instead of being placed in 
the State Aid Fund. Restriction of the length of motor vehicles 
from 65 feet to 45 feet is proposed with an exemption of vehicles op- 
erating wholly within the limits of a city. Motor carriers would be 
required to secure a certificate of convenience and necessity and fur- 
ther regulations would be imposed upon them. Additional safeguards 
for highway travel, including requirement of reflectors on the side 
of the truck and provision for use of danger signal flares by stalled 
trucks or busses at night, and only two adults would be permitted 
in the driver’s seat if one proposal becomes enacted into the law 

North Carolina: One proposal is to amend the law relating to 
fees for certain trucks and trailers with the requirement that motor 
carriers pay a % mill gross ton per mile tax. Automobile licenses 
would be reduced 50 per cent under another measure. Further regu- 
lation of motor carriers is also being sponsored in another proposal. 

North Dakota: A bill to divert the gasoline tax to the general 
fund has been offered and another would reduce the licenses on 
small trucks but increase the fees on large trucks. The 7-ton truck 
would pay $600 annually if one measure becomes effective. Transfer 
of one million dollars from the gasoline tax and motor vehicle funds 
to meet the interest on bonds already issued is proposed in another 
measure. 

Ohio: One bill proposes enactment of financial responsibility law 
copied after model form sponsored by the American Automobile As- 
sociation. Other measures are to reduce the automobile registration 
fee to $4.00, to require compulsory automobile insurance, to increase 
the gasoline tax one cent for a state police system and still another 
measure would increase this tax one cent to be used for prohibition 
enforcement. Extension of the gasoline tax diversion until March. 3 
1935, is sought. Control of motor carriers would be extended to in- 
clude contract carriers and the limitation of weight of trucks with 
pneumatic tires to 10 tons and those with hard tires to 8 tons is 
provided. : 

Oklahoma: One bill proposed is that the highway department 
be transferred to the Tax Commission. Another proposal is that one- 
half of the gasoline tax would be used by counties for unemployment 
relief. Another bill would authorize public carriers to construct their 
own highways. 

Oregon: The agrarian revolt against foreclosures comes to a 
head in a unique measure which would place a privilege tax of 10 
per cent on all foreclosure suits. 

Pennsylvania: Bills offered provide for the abolishment of the 
motor license fund with all fees to be paid to the general motor 
fund, the exemption from the fuel tax to farmers for their farm 
machinery, financial responsibility, amendment to the law regulating 
and requiring registration of foreign motor vehicles, reduction in the 
operators’ license fees and an increase of the gasoline tax revenue 
from one-half cent per gallon to one and a half cents per gallon to 
counties. : 

Rhode Island: Various proposals have been made relating to the 
disposition of the gasoline tax and automobile fees, ranging from a 
25 per cent allotment to cities and towns to a 75 per cent allotment 
to cities and towns. Reduction in the length of a vehicle and trailer 
from 85 feet to 40 feet is also proposed. 

South Carolina: One bill would empower the municipal corpora- 
tion to require motor freight carriers to establish depots, Another 
provides for the regulation of motor trucks and another would in- 
crease the gasoline tax to seven cents. 

South Dakota: A measure diverting one-half of the gasoline tax 
funds to rural credit has passed the South Dakota legislature and 
has been approved by the governor. A pending proposal is that 40 
per cent of the gasoline tax go into the general fund of school dis- 
tricts and 50 per cent to the county highway funds. A flat automo- 
bile registration fee of $5 and a personal property tax are other 
measures. 

Tennessee: It is proposed that an additional one cent gasoline 
tax be levied to retire $5,000,000 bonds to be issued for school pur- 
poses. Another bill would practically eliminate trailers by prohibit- 
ing any trailer, together with load of more than one ton, the length 
of one vehicle to be not more than 27 feet and combination not more 
than 38 feet. One measure proposes a fee of $1 per cylinder with 
additional tonnage taxes. Several bills have provided for a reduc- 
tion in the truck registration fees from 50 cents per rated horse- 
power to 25 cents. A mileage tax on motor carriers ranging from 
one-half cent per mile on small vehicles to six cents per mile on 
vehicles weighing more than 13,000 pounds has also been urged. 

Texas: Bills have been offered providing that passenger car fees 
be fixed on a flat basis of $3 and that motor vehicle operators be 
licensed. 

Vermont: Diversion of certain highway funds to towns and cities 
has been proposed and it is recommended that trailers and semi- 
trailer units be limited to 50 feet. Tax on fuel oil and periodic in- 
spection of motor vehicles are other proposed measures. 

Washington: It is proposed that licenses be issued only on cer- 
tificates of ownership and that passenger automobiles pay a fee of 
$10, trucks without trailers $15 and busses $25. Another bill would 
provide for a 5 per cent excise tax on gross earnings of publicly 
owned utilities. A new code and laws governing motor vehicles com- 
mon carriers also is sought. Compulsory motor vehicle insurance, 
provision for uniform motor vehicle operators’ licensing law and in- 
spection of petroleum production with a 3 cent per gallon inspection 
fee, are other measures introduced. 

West Virginia: Fees on heavy trucks would be increased under 
one measure. The gasoline tax would be increased one cent per gal- 
lon, limitation on size and weight of trucks, provision for disposition 
of gasoline tax to counties and change in the registration date from 
December 1 to April 1, are other pending measures. 

Wyoming: A bill provides for the diversion of 10 per cent of the 
gasoline tax to cities and another recommends the reduction of the 
gasoline tax from 4 cents to 3 cents. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 21 
totaled 496,434 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
9,888 cars under the preceding week, 65,667 cars under the corre- 
sponding week in 1932 and 219,040 cars under the same period 
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in 1931. Miscellaneous freight loading the week ended January 
21 totaled 157,471 cars, a decrease of 2,384 cars under the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 160,299 cars, an increase of 1,403 cars; grain 
and grain products loading for the week totaled 26,757 cars, a 
decrease of 3,592 cars; forest products loading totaled 14,548 
cars, 724 cars above the preceding week; ore loading amounted 
to 2,287 cars, a decrease of 67 cars; coal loading amounted to 
112,067 cars, a decrease of 5,287 cars; coke loading amounted to 
5,367 cars, 185 cars below the preceding week; live stock loading 
amounted to 17,638 cars, a decrease of 500 cars. 

Revenue freight loading by districts the week ended January 
21 as compared with the loading in the corresponding period of 
1932 was reported as follows: 


Eastern district: Grain and grain products, 4,946 and 5,606; live 
stock, 1,675 and 1,678; coal, 25,029 and 22,460; coke, 2,118 and 1,974; 
forest products, 886 and 1,439; ore, 288 and 737; merchandise, L. C. ; 
42,424 and 50,020; miscellaneous, 37,095 and 42,433; total, 1933, 114,461; 
1932, 126,347; 1931, 158,776. 

Allegheny district: Grain and grain products, 2,534 and 2,865; live 
stock, 1,139 and 1,379; coal, 27,128 and 26,718; coke, 1,693 and 2,020: 
forest products, 637 and 893; ore, 70 and 559; merchandise, L. C. L., 


31,813 and 38,993; miscellaneous, 27,973 and 37,106; total, 1933, 92,987; 
1932, 110,533; 1931, 146,265. 

Pocahontas district: Grain and grain products, 263 and 359; 
live stock, 59 and 34; coal, 26,858 and 24,215; coke, 249 and 210: 


forest products, 321 and 617; ore, 32 and 30; merchandise, L. C. L., 
4,884 and 5,268; miscellaneous, 4,178 and 4,723; total, 1933, 36,844; 1932, 
35,456; 1931, 45,036. : 

: Southern district: Grain and grain products, 2,535 and 2,455; 
live stock, 980 and 959; coal, 14,068 and 12,788; coke, 351 and 291; 
forest products, 5,219 and 7,355; ore, 213 and 337; merchandise, L. C. 
L., 28,055 and 32,185; miscellaneous, 28,540 and 31,133; total, 1933, 
79,961; 1932, 87,503; 1931, 112,467. 

Northwestern district: Grain and grain products, 5,774 and 6,340: 
live stock, 5,091 and 7,228; coal, 7,015 and 7,110; coke, 657 and 741: 
forest products, 3,824 and 4,196; ore, 54 and 67; merchandise, L. C. L., 
18,198 and 21,925; miscellaneous, 15,813 and 17,576; total, 1933, 56,426; 
1932, 65,183; 1931, 87,407. . 

Central western district: Grain and grain products, 7,209 and 
11,172; live stock 7,019 and 8,146; coal, 8,114 and 10,225; coke, 132 and 
90; forest products, 1,858 and 2,682; ore, 1,489 and 1,364; merchandise, 
L. C. L., 22,232 and 26,258; miscellaneous, 23,305 and 28,616; total, 
1933, 71,358; 1932, 88,553; 1931, 108,007. 

Southwestern district: Grain and grain products, 3,496 and 3,761; 
live stock, 1,675 and 1,624; coal, 3,855 and 3,977; coke, 167 and 126; 
forest products, 1,803 and 2,369; ore, 141 and 375; merchandise, L. 
C. L., 12,693 and 13,871; miscellaneous, 20,567 and 22,423; total, 1933, 
44,397; 1932, 48,526; 1931, 57,516. 

Total, all roads: Grain and grain products, 26,757 and 32,558: 
live stock, 17,638 and 21,048; coal, 112,067 and 107,493; coke, 5,367 
and 5,452; forest products, 14,548 and 19,551; ore, 2,287 and 3,469; mer- 
chandise, L. C. L., 160,299 and 188,520; miscellaneous, 157,471 and 
184,010; total, 1933, 496,434; 1932, 562,101; 1931, 715,474. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 








Week ended January 7.....ccccccces 435,652 571,678 713,128 
Week ended January 14............. 506,322 572,649 725,212 
Week ended January 21.....cc.sccsee 496,434 562,101 715,474 

RINE a ctso eared wacnncae nee uit ceen 1,438,408 1,706,428 2,153,814 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
January 1-14, inclusive, was 686,912 as compared with 646,733 
cars the preceding period, according to the car service divi- 
sion of the American Railway Association. It was made up 
as follows: 


Box, 319,492; ventilated box, 1,882; auto and furniture, 58,600; 
total box, 379,974; flat, 26,087; gondola, 135,954; hopper, 93,769; total 
coal, 229,723; coke, 1,362; S. D. stock, 28,635; D. D. stock, 4,384; re- 
frigerator, 14,882; tank, 470; miscellaneous, 1,395. 


Canadian roads reported 33,955 surplus cars made up of 
29,200 box, 1,570 auto and furniture, 1,620 flat, 100 gondola, 
375 S. D. stock, 360 refrigerator and 730 miscellaneous cars. 


CONDITION OF EQUIPMENT 


Class I railroads on January 1 had 266,066 freight cars in 
need of repair or 12.6 per cent of the number on line, accord- 
ing to the car service division of the American Railway Asso- 
ciation. This was an increase of 827 cars above the number in 
need of repair on December 1, 1932, at which time there were 
265,239 or 12.6 per cent. Freight cars in need of heavy repairs 
on January 1 totaled 195,243 cars, or 9.3 per cent, an increase 
of 775 compared with the number in need of such repairs on 
December 1, while freight cars in need of light repairs totaled 
70,823 or 3.3 per cent, an increase of 52 compared with Decem- 
ber 1. 

Class I railroads on January 1 had 9,558 locomotives in 
need of classified repairs or 18.5 per cent of the number on 
line. This was an increase of 242 compared with the number 
in need of such repairs on December 1, at which time there 
were 9,316 locomotives in need of classified repairs or 18.0 per 
cent. Class I railroads on January 1 had 9,387 serviceable 
locomotives in storage compared with 9,266 on December 1. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any — question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical trafic problems. We do not 
desire to take the place of the traffic man but to help him in his work, — 
The right is reserved to refuse to answer in this column any question, 


legal or traffic, that it may appear to us unwise to answer or that involves a’ 


situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
. Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Weighing and Reweighing 


Kansas.—Question: Rule 9, Section “C,” of the National 
Code of Weighing and Reweighing rules, states that “When a 
shipper or consignee requests that a car containing a com- 
modity which is not subject to shrinkage from its inherent 
nature be reweighed, this service, wherever practicable, will be 
performed by the carrier without charge, provided such re- 
weighing discloses error in the billed weight of more than the 
tolerance provided in Rule 8. When a car contains a com- 
modity which is subject to shrinkage from its inherent nature, 
no charge will be made if the billed weight is changed, as per 
Rule 8, Section F.” 

How would this rule apply to a carload of wheat the weight 
of which was obtained over an automatic scale or was estimated 
at point of origin and reweighed in transit upon request of 
the consignee or consignor in which the rail carriers’ track 
scale showed a difference above the tolerance. Owing to the 
nature of this commodity, it being subject to shrinkage, would 
Rule 9, section C, apply, or section B. of Rule 9 apply, in which 
it states “when a car is weighed or reweighed, either empty 
or loaded at request of either consignee or consignor, the 
service and charges will be in accordance with conditions named 
below, subject to the rules and carload minimum weights pre- 
scribed in tariffs and classifications.” 

Section D, of Rule 9, provides the charges to be applied, 
in a sense, in that section C states the conditions which are 
referred to in section B. Our opinion is that section C would 
govern section B, as section B states, “In accordance with 
conditions named below.” Should this charge be made regard- 
less of the variance of weights obtained after request was made 
by consignee? 

Answer: Sections A, B, C, and D of Rule 8 of the National 
Code of Weighing and Reweighing Rules do not, in our opinion, 
apply to commodities subject to shrinkage, as section A reads: 


Where carload freight, the weight of which is not subject 
to change from its inherent nature is check-weighed or re- 
weighed en route or at destination, no correction will be made 
in the billed weight except as provided below. 


However, section F of Rule 8 governs the reweighing of 
commodities subject to shrinkage in weight from their inherent 
nature. This section provides that weights of commodities 
subject to shrinkage in weight from their inherent nature, 
properly obtained at or near point of origin, should not be 
changed except as provided for in the tariffs of the carriers; 
if obvious error is discovered, each case should be dealt with 
upon its merits and report made to the originating carrier with 
all the facts. 

Section C of Rule 9, to which reference is made in sec- 
tion B of Rule 9, in the term “service and charges will be in 
accordance with conditions named below,” provides that when 
a car contains a commodity which is subject to shrinkage from 
its inherent nature no charge will be made if the billed weight 
is changed, as per Rule 8, section F. 

Apparently, if no change is made in the weight of a com- 
modity subject to shrinkage the charge provided in section D 
will be made. 

Tariff Interpretation 


Minnesota.—Question: New England Freight Association 
Tariff No. 18, I. C. C. 159, publishes through class rates between 
New York and vicinity and points in New England, and rates 
are governed by route published in the tariffs of originating 
carriers. 

There are a good many rates published in this tariff be- 
tween points and for which no route is provided in the rout- 
ing tariff governing, and was wish to ask your opinion as to 
whether or not the carriers involved are not bound to establish 
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route to make the published through rate effective in the fol- 
lowing instance: , 

Van Ummersen’s Tariff No. 18, I. C. C. 159, published 
through class rates between Babbitt, New Jersey, and Mars 
Hill, Maine, on the Bangor & Aroostook Railroad. The Erie 
is the originating carrier but their routing guide, Erie G. 0. 
3580, I. C. C. 18895, which provides routings on north-bound move- 
ment from points of origin on their line, does not specify any 
routes from Babbitt to Mars Hill or other points on the Bangor 
& Aroostook. However, class rates between the two points 
named are applicable south-bound as routing is provided in Van 
Ummersen’s joint routing Guide No. 22, I. C. C. 162. 

We are under the impression that this failure to estab- 
lish a route in one direction between two points with a routing 
provided in the opposite direction which makes the rate in that 
direction effective, is in violation of the Commission’s decision 
in Docket No. 15879, but the traffic department of the Erie 
Railroad makes the following statement in the matter: 


The Commission in issuing this decision was aware of the 
fact that carrier did not have through rates with all other car- 
riers, and they merely provided the basis for the through rates, 
if and when the division between the interested carriers was 
agreed upon. 


We do not now have a copy of the Commission’s decision 
in Docket No. 15879, but it seems to us that the Erie traffic 
department’s position might be correct only in the event they 
did not maintain any through routes or divisions with the 
Bangor & Aroostook Railroad in either direction. 

Answer: If, as you state, there is no routing provided for 
traffic moving from Babbitt, New Jersey, to Mars Hill, Maine, 
it does not appear that there are applicable joint rates pub- 
lished in Agent Van Ummersen’s Tariff No. 18, I. C. C. 159, 
as under the heading of “Routing Instructions” the following 
statement is carried: 


The rates named in the tariff will apply only via the routes 
and junction points authorized herein, except that when in the 
case of pronounced traffic congestion (not an embargo), wash- 
out, wreck, or other similar emergency, or through carrier error, 
carriers forward shipments via other junction points of the same 
carriers or via the lines of other carriers parties to the tariff, 
the rate to apply will be that specified in this tariff, but not 
higher than the rate applicable via the route of movement. 


In so far as the Commission’s report in Docket No. 15879, 
Eastern Class Rate Investigation, 164 I. C. C. 314, 177 I. C. C. 
481 and 177 I. C. C. 156 is concerned, we find nothing therein 
which makes the establishment of through rates in accordance 
with the findings of the Commission in this case dependent 
upon the presence of divisions. 


Tariff Interpretation—Application of Intermediate Rule 


Illinois.—Question: Please give me your opinion on ithe 
following subject with Interstate Commerce Commission de- 
cisions, if possible. 

We receive empty cylinders, old wrought iron or steel 
welded or seamless, from Albuquerque, N. M., to Chicago, IIL, 
via the A. T. & S. F. R. R. Tariff 5896-L, I. C. C. 10323, names 
fourth class rate of $1.78 cwt. 


Item 500 of the above referred to tariff makes the Trans- 
continental rates apply as maximum on westbound traffic only. 

Item 1463 of Transcontinental Tariff 2-E names a rate of 
$1.55144 cwt. on the above commodity from Gallup, N. M., to 
Chicago, Ill., in which Albuquerque, N. M., would be intermediate 
via the A. T. & S. F. On the title page of Transcontinental 
Tariff 3-E, Agent Toll’s I. C. C. 1288, the state of New Mexico 
is named, although Albuquerque is not in transcontinental ter- 
ritory. 


The question is, will the rate of $1.551%4 cwt. from Gallup, 
N. M., to Chicago, Ill., apply from Albuquerque to Chicago, IIl., 
under the intermediate application of Transcontinental Tariff 
3-E. Is Albuquerque, N. M., within the scope of Transcontt 
nental Tariff 3-E? What governs the scope of the tariff? Does 
the intermediate application apply only from points in New 
Mexico within Transcontinental territory or does the fact that 
the state of New Mexico is shown on the title page of the 
tariff make it apply from all points in New Mexico, regardless 
of whether they are in Transcontinental territory or not? _ 

Answer: Item 28, on page 47 of Transcontinental Tarifi 
No. 3-E, Agent Toll’s I. C. C. No. 1288, provides for the appli 
cation of commodity rates published therein at intermediate 
points. 

Note 5 of Item 28 reads: 


Note 5—(Applies only from intermediate origins located east 
of Corinee, Ellerbeck, Juab, McIntyre or Mariott, Utah, Bowen, 
Brickland, Deming, Felipe, or Paquita, N. M., and west 0 
Mississippi River.) If the aggregate of intermediate rates law- 
fully on file with the Interstate Commerce Commission from the 
intermediate origin, over the same route to the same destina- 
tion, produces a lower charge than would result from applyins 
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g . @ Shipping radio sets thousands of miles to foreign 

markets calls for positive protection in packing. Not 

$ only must the burden of complicated claims be 
: avoided, but the perfect operation of the sets must be 
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: b The Zenith Radio Corporation, one of our largest 
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), abroad . . . for Zenith radios give the same excellent 
.. performance in foreign lands as they do in this coun- 
" try. That’s because Protex Excelsior is used exclu- 


t sively to protect them from the jolts of export ship- 
ping. Although thousands of sets are exported yearly, 
damage claims are almost unknown . . . thanks to the 
positive protection of Protex Excelsior! 


Have you ever considered the greater protection 
and economy of Protex Excelsior and Excelsior Pads 
for shipping your products? If not, send today for 
our free circular, “A Value Rule for Packing Pads” 
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the commodity rate under this rule, such commodity rate will 


apply. 


Under the application of this note Albuquerque is inter- 
mediate to Gallup, N. M., the former point being east of Paquita, 
N. M., and intermediate to Gallup. 

Note 5 of Item 28, on page 47 of the tariff above referred 
to, it is apparent, has for its purpose the enlargement of the 
scope of the application of the Rate Basis 1 rates, published 
in this tariff, so as to apply the Rate Basis 1 rates as a maxi- 
mum from points east of the territory covered by Rate Basis 1, 
Paquita being the easternmost point on the A. T. & S. F. from 
which Rate Basis 1 rates are specifically published in this 
tariff. 

It is our opinion that the Rate Basis 1 rate may, under 
Item 28 of the tariff be applied from Albuquerque, N. M., to 
Chicago, Ill., on commodities covered by Item 1463. 


Routing and Misrouting—lInitial Carrier Not Obligated to Turn 
a Shipment Over to Competing Carrier Where Bill of Lad- 
ing Does Not Contain Route 


INinois—Question: Where an unrouted shipment is deliv- 
ered to carrier X and the receiving carrier does not participate 
in a through rate to destination, is it the duty of the carrier 
to advise the shipper of this fact before forwarding the ship- 
ment? 

The shipment was delivered to the carrier with the Dill 
of lading left blank as to both route and rate. It is my under- 
standing that if the rate had been filled in it would have been 
the duty of the carrier to call the attention of the consignee 
to the fact that there was a lower rate via another route. Have 
there been any decisions handed down on cases analogous with 
the above? 

Answer: In Colorado Bedding Co. vs. C. B. & Q. R. R. Co., 
18 I. C. C. 408, the Commission held that where a shipment was 
delivered to a carrier without any routing instructions, written 
or verbal, no obligation under the Act rests upon the carrier 
to decline the shipment because of a lower rate via a compet- 
ing line. 


Routing and Misrouting—Carrier Not Required to Turn Ship- 
ment Over to Competing Line 


Texas.—Question: We shipped a car of oil from one of our 
plants, which was served by the X and Y railroads, to a point 
to which the rate is based on a short line mileage. 

We tendered the car to the X railroad with the correct 
freight inserted in the bill of lading, but upon checking the 
mileage correctly we find that the short line mileage applies 
only by the Y railroad. 

Inasmuch as the agent for the X railroad did not notify us 
of their inability to protect the low rate and accepted the bill 
of lading with the low rate inserted, are they not liable for 
the difference between the correct rate and the rate assessed? 

Answer: In McLean Lumber Co. vs. L. & N. R. R. Co., 22 
I. C. C. 349, the Commission held that the initial carrier is under 
no obligation to turn over to a competing line shipments de- 
livered to it upon bills of lading containing routing instructions 
and a rate applicable only over other lines to which the con- 
signor might have given the shipments, and that it 1s nm: 
chargeable with misrouting when the shipments are forwarded 
over the cheapest available route affording it the line haul. 

Therefore, unless there is a route to which carrier X is 
a party and via which route a cheaper rate applies than that 
applicable via the route over which the shipment moved, there 
was no misrouting on the part of carrier X in forwarding the 
shipment via its line to destination, notwithstanding the fact 
that the route applicable via another carrier was shown in the 
bill of lading. See, in this connection, Metamora Elevator Co. 
vs. C. H. & D. Ry. Co., 160 I. C. C. 491, and St. Louis Cooperage 
Co. vs. B. & O. R. R. Co., 161 I. C. C. 259. 


Perishables—Liability for Injury During Delay in Transit 


Indiana.—Question: A shipment of perishable merchandise 
was delayed in a storm and damaged by freezing. 

A claim has been declined on the ground that the delay 
and damage was caused by an act of Providence. Will you 
please explain the liability of the carrier? 

Answer: An act of God is a justification for failure to per- 
form a contract of carriage and relieves the carrier of the 
liability of the loss of or injury to the goods concerned, unless 
the carrier has been guilty of negligence which brought the 
property in contact with the destructive force of the act of God 
or unnecessarily exposed it thereto, Merchants Dispatch Trans- 
portation Co. vs. Smith, 76 Ill. 542; St. Louis-San Francisco Ry. 
Co. vs. Ozark White Lime Co., 9 S. W. (2d) 17; Green-Wheeler 
Shoe Co. vs. Chicago, etc., R. Co., 106 N. W. 498; American 
Ry. Express Co. vs. Home Star Produce Co., 276 S. W. 790; 
Dye Produce Co. vs. Davis, 264 N. W. 228; Singer vs. Express 
Company, 219 S. W. 662; Barnet vs. R. Co., 118 N. E. 625. 
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A snowstorm which blocks up a railway and prevents the 
movement of trains is an act of God. Bell vs. Union Pac. R. 
Co., 177 Ill. A. 374; Mackin vs. Minneapolis, etc., R. Co., 157 
N. W. 729; Black vs. Chicago, etc., R. Co., 46 N. W. 428; Jones 
vs. Minneapolis, etc., R. Co., 97 N. W. 893. 

Extraordinary weather conditions, such as floods, snow- 
storms, and the like, will ordinarily constitute sufficient excuse 
for delay in transportation, and the carrier is not bound to 
use extraordinary efforts and incur great expense in order to 
avoid delay. It is bound, however, to use reasonable care to 
avoid delays. Radovsky vs. N. Y. N. H. & H., 154 N. E. 334; 
Fruit Company vs. R. Company, 130 Atl. 638; L. & N. R. Co. 
vs. Crain, 224 S. W. 1068; Crowdis vs. Q. O. & K. C. R. Co, 
255 Sou. 347; Salt Company vs. R. Co., 204 Ill. A. 376. 

Where the carrier relies on one of the exceptions to the 
common law liability, it must appear, in order to excuse him, 
that the exceptional cause, such as an act of God, or the like, 
was the immediate or proximate, and not the remote, cause of 
the loss. And while it must be true, as a general proposition, 
that, although the carrier is in some Way negligent, if such 
negligence does not contribute to the loss which is due to an 
excepted cause, the carrier is not liable; it is very generally 
declared that, if the negligence of the carrier concurs with 
an act of God, in producing the loss or injury, the carrier is 
not exempted from liability by showing that the immediate 
cause was the act of God, or some other excepted cause; or, 
as otherwise expressed, the carrier is responsible where the 
loss is caused by an act of God or other excepted cause, if the 
carriers’ negligence mingles with it as an active and coopera- 
tive cause. The Folmeni, 212 U. S. 354, 29 S. Ct. 363; Bell vs. 
Union Pac., 177 Ill. A. 374; Tobin vs. R. Co., 159 N. W. 389; 
Hadba vs. R. Co., 170 N. Y. S. 769; R. Company vs. Produce 
Co., 235 Fed. 857; Sandy vs. Lake St. El. R. Co., 85 N. E. 300; 
Paper Co. vs. R. Co., 166 N. Y. S. 751. 

If the injury was due to an act of God, i. e., the result of 
delay to the shipment while in transit due to the storm, and 
there was no negligence on the part of the carrier which con- 
curred therewith, the carrier is not liable. 


Tariff Interpretation—Application of Rule 29 of the Classification 


Missouri.—Question: Rule 29 Consolidated Classification No. 
7 has reference to carload and L. C. L. shipments. Our articles 
require special handling, due to length or other dimensions. 
On a shipment of steel bars whcih are 40 feet long and are 
loaded by the shipper in an open gondola we feel that section 
No. 3, paragraph A, does not fully cover, due to the fact that 
this paragraph concerns articles too long or bulky to be loaded 
through the side door without use of end door or window in a 
closed, car, no mention being made of open gondola cars. Para- 
graph B does not cover the situation, owing to the fact that 
the bars exceed 36 feet in length. Even the note under para- 
graph B concerning articles exceeding 36 feet in length actually 
loaded by the shipper will be of no benefit, due to the extreme 
length of the bars in this particular case. 

Please cite decision of the Interstate Commerce Commission 
as to the application of Rule 29 on this subject. Cars are loaded 
by the shipper and forwarded from its plant as L. C. L. trap 
cars. 

Answer: In our opinion, the provisions of paragraph (a), of 
of section 3, of Rule 29, of Consolidated Freight Classification 
No. 7, govern with respect to the shipment described by you. 

The reference in this paragraph to a closed car of a given 
size is for the purpose of determining whether a shipment is 
subject to the minimum charge, that is, a closed car of a speci- 
fied size is a yardstick for determining whether or not a ship- 
ment is subject to the minimum charge provided in section 3. 
Section 3 does not require that the shipment be loaded in a 
closed car, and the shipment may, under the provisions of 
section 3 (a), move either in an open or closed car, but in 
either event a shipment, the dimensions of which do not permit 
loading through a side door 6 feet wide by 7 feet 6 inches high, 
without use of end door or window, in a closed car not more 
than 36 feet in length by 8 feet 6 inches wide and 8 feet high, 
is subject to a minimum charge of 4,000 pounds, at the first 
class rate. See the decision of the Interstate Commerce Com- 
mission in Minimum Charges on Bulky Articles, 33 I. C. C. 
378. 

Tariff Interpretation—Local Commodity Rate vs. Proportional 
Class Rate 


Ohio.—Question: In making combination through rates 
where no joint through rate exists, there is in effect from A to 
B a local commodity rate factor of 40 cents and a proportional 
class rate factor between the same points of 50 cents. The 
factor from B to C is a local class rate of 30 cents. Is the 


applicable through rate 80 cents on the theory that the pro 
portional class rate supersedes the commodity rate between 
points A and B on traffic destined beyond or is the applicable 
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through rate 70 cents composed of the local commodity rate 
of 40 cents from A tod B and the rate of 30 cents beyond, predi- 
cated on the theory that the commodity rate supersedes the 
class rate, whether such class rate is local or proportional? 

In the decision of the Commission in Indian Refinery vs. 
L. & N. Ry. Co., 155 I. C. C. 380, 382, the Commission held 
that a proportional commodity rate displaces a local commodity 
rate between the same points for application on through traffic, 
irrespective of whether such proportional commodity rate is 
higher or lower than the local commodity rate. This case does 
not, however, cover the question of a proportional class rate 
superseding a lower local commodity rate between the same 
point on traffic destined beyond. 


Answer: With respect to this matter, see Rule 16-H of the 
Commission’s Tariff Circular 20, which provides in part as 
follows: 


Each classification shall contain the following rule: 

The establishment of a commodity rate removes the appli- 
cation of the class rate on the same article between the same 
points via the same route, except when and in so far as alterna- 
tive use of class and commodity rates is specifically provided in 
the tariff containing such commodity rates, and except that 
import or export class rates will take precedence over com- 
modity rates which are not published specifically to apply on 
import or export traffic. ’ : 

In applying the above rule, a local commodity rate will 
displace a proportional or reshipping class rate between the 
same points via the same route whether higher or lower, but 
an import or export class rate takes precedence over a domestic 
commodity rate whether higher or lower. 


State Vs. Interstate Traffic 


Oklahoma.—Question: Would goods imported through a 
Gulf port from island possessions of the United States, and 
there stored and later billed out on an intrastate rate, be con- 
sidered interstate in character? 


The goods in question are unloaded direct from the boat 
and stored in warehouses for varying periods of time before 
being billed out again. 


Answer: Ordinarily, unless at the time a shipment moved 
from point of origin, the final destination had been fixed as the 
second destination point, the movement under a new Dill of 
lading from the original destination to a point in the same 
state is not an interstate movement. The intention of the 
parties at the time the shipment moves from point of origin 
governs and not the subsequent disposition of the shipment 
after its arrival at its original destination. Sinclair Refining 
Co. vs. F. W. & R. G. Co., 148 I. C. C. 582; C. M. & St. P. Ry. 
Co. vs. Iowa, 233 U. S. 334, 34 8. Ct. 592; B. & O. S. W. R. R. 
Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28; A. C. L. Ry. vs. 
Standard Oil Co., 275 U. S. 257, 48 S. Ct. 107. 


If there is an existing and continuing intention, at the time 
the shipment is delivered to the rail carrier at point of origin, 
to make a through shipment to the final destination thereof, 
and the shipment does not come to rest at the port of discharge 
prior to the final rail haul, under the Commission’s opinions 
in Tampa Fuel Co. vs. A. C. L., 43 I. C. C. 231; International 
Agricultural Corporation vs. Director-General, 60 I. C. C. 726; 
Du Pont de Nemours & Co. vs. Director-General, 74 I. C. C. 
191; Germain Co. vs. L. & N., 85 I. C. C. 449; Schloss & Kahn 
Grocery Co. vs. L. & N., 95 I. C. C. 618; Hamersley Mfg. Co. 
vs. Erie R. R. Co., 126 I. C. C. 491, 148 I. C. C. 47 (affirmed 
in United States vs. Erie, 280 U. S. 98, 50 S. Ct. 51), the inter- 
state rate is applicable for the final rail haul. 

As to what constitutes an existing and continuing inten- 
tion to make a through interstate shipment, see the discussion 
on pages 316 and 318 of the Commission’s report in Goldsboro 
Chamber of Commerce vs. A. C. L., 91 I. C. C. 315; Muse Lumber 
Co. vs. Director-General, 85 I. C. C. 267; Alexandria Grocery Co. 
vs. B. S. L. & W. Ry. Co., 104 I. C. C. 155, 156; American Refin- 
ing Co. vs. St. L. & S. F. R. R. Co., 50 I. C. C. 270, and Southern 
i Ownership of Atlantic Steamship Lines, 43 I. C. C. 168, 


COAL SHIPMENT DATA 


The coal division of the Bureau of Mines of the Commerce 
Department has completed a table covering bituminous coal 
loaded for shipment on individual railroads and waterways, in 
1931. The table is based on complete reports from all coal 
operators and includes railroad fuel. It shows the total tonnage 
of soft coal originating on each railroad and waterway in each 
state, and the total for the United States. For instance, the 
Atchison, Topeka & Santa Fe Railroad loaded 367,351 tons of 
coal in Colorado, 266,603 tons in Illinois, 102,994 tons in Kansas, 
336,604 tons in Missouri, 1,127,087 tons in New Mexico, and 
20,162 tons in Oklahoma; while the total for the road amounted 
to 2,220,801 tons in 1931. Similar information is shown for 168 
other railroads and for eight waterways. 
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Work of the Traffic Man 


66 I T’S the old, old story of a Gonstant level of freight rates 


in the face of declining Commodity pri¢es. The traffe 
manager must find a Way Out. Wher thé valué of goods being 
shipped is éontinuaiiy 
falling, aS has beef 
the casé for the last 
four years, ard freigiit 
rates rémdin pegged 
at the old level, trans: 
portation Gharges ba: 
come a gfeadtet pait 
of the cost of doing 
business and the in: 
dustrial traffic man: 
ager is forced to ex- 
ercise all his ingenuity 
in the development of 
transportation econo- 
omies.” 

That, in brief, was 
the explanation L. BE, 
Muntwyler, general 
traffic manager, Mont- 
gomery Ward and 
Company, Chicago, of- 
fered for the recent 
adoption by his com- 
pany of a new prac- 
tice in the handling of 
shipments of miscel- 
laneous small lots of 
merchandise. The 
practice is too new 
for an accurate esti- 
mate of the savings 
that will result, but 
Mr. Muntwyler indicated that, from his preliminary figures, he 
expected that the direct saving in freight rates would run be- 
tween twenty-five and fifty thousand dollars a year. Compared 
to the total transportation bill of the company, amounting to 
approximately seven million dollars a year on purchases alone, 
that is not a large item, but it is one of the stones out of which 
the house of the industrial traffic manager is built. 

While the general situation referred to by Mr. Muntwyler 
has served greatly to increase the importance of transportation 
costs as a factor in the affairs of many industries and has con- 
sequently multiplied the responsibilities and opportunities of 
the industrial traffic manager, the immediate circumstance that 
occasioned this innovation in the shipping practices of Mont- 
gomery Ward and Company was the inauguration, last April, 
of any-commodity rates by the carriers in Western Trunk Line 
Territory, under which shippers in the territory between Chi- 
cago and the Missouri River were permitted to make shipments 
of any desired mixtures at reduced rates. 

“The result was that our Denver plant was simply frozen 
out, so far as competition in a part of its territory was con- 
cerned,” said Mr. Muntwyler. “This has to with a class of 
shipments moving in small lots from the point of purchase to 
Denver, either by rail L. C. L., or more likely via the forwarder. 
Our Denver plant is a mail order house and some fifteen of the 
company’s retail stores are supplied from it on this class of 
shipments. As a result of his inability to get the carriers to 
extend the any-commodity rates to Denver, our traffic manager 
in that territory, E. E. Anderson, set up machinery which is 
now being extended to our other plants. 


“He first investigated the forwarders to find out the rates 
and services they could offer, but he found that didn’t fill the 
bill. He then began writing warehouses in the territory from 
which the shipments were drawn. On the basis of storage 
rates received from them, after a couple of months of figuring, 
he was able to determine that a substantial saving could be 
realized by accumulating staple merchandise, which normally 
moves in these small lots, at the warehouses and shipping out 
to Denver in carloads. In effect, the company becomes its own 
forwarder.” 

The class of shipments in connection with which this plan 
is being introduced embraces hundreds of items such as clothes 
pins, hair pins, paints and varnishes, wire fencing, wrapping 
paper, stoves, and other merchandise sold through the mail 
order house and the retail stores. For the most part, ship- 
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ments arrive at the warehouses by motor truck, direct from 


the manufacturers. They are held in storage until ordered out 
by the district traffic manager. For instance, purchases made 
in the Cleveland area are all assembled at a warehouse there, 
on approximately a thirty-day basis, only “hand-picked” items 
going into the rail car for carload movement to Denver. Only 
merchandise taking fourth class in carload quantities goes into 
the fourth-class car and merchandise classified fifth class, car- 
load, goes into the fifth-class car. In that way, the full differ- 
ence between less-carload and carload rates, less the ware- 
housing charge, is saved on the entire movement. Eventually 
it may prove possible to develop a third class car, said Mr. 
Muntwyler. 

“Our Denver traffic manager started his investigation last 
summer,” he said. “It took a couple of months to get the 
necessary data to see how far he could go in development of 
the idea. He started making shipments under the plan last 
November. The results have been better than were expected; 
it has been a real money saver.” 

Since then, the company has been making studies at its 
other plants similar to the one at Denver. Shipments have 
actually been started to one other plant, and the necessary 
studies and arrangements are under way at two others. Present 
plans contemplate extension of the system to six of the com- 
pany’s plants at points widely scattered over the country. Ex- 
perience to date indicates that between five and ten thousand 
dollars will be saved in transportation charges on inbound 
shipments to Denver, and a corresponding saving at each of 
the other plants is expected. 

The industrial traffic manager, it seems, must not only 
adapt himself and his affairs to the vicissitudes of general busi- 
ness conditions, but must be prepared to protect the interests 
of his employer from unfavorable results of changes in trans- 
portation services available to competitors. Frequently, says 
Mr. Muntwyler, efforts to do this result in the uncovering of 
economies the possibility of which had been overlooked until 
a change in conditions made action of some kind imperative. 





Personal Notes 





R. W. J. Flynn, traffic manager of the Standard Oil Company 
of Louisiana, New Orleans, has been appointed a member of a 
committee created to consider a revision of rules and regulations 
of the Louisiana Public Service Commission. 

John M. Flynn, formerly New Orleans representative of the 
Cotton Belt, has been appointed freight agent of the recently 
organized Pelican Consolidated Freight Service, an affiliate of 
the Pellican Cold Storage and Warehousing Company. 

Charles D. Emmons, president, Hudson and Manhattan Rail- 
road Company, died suddenly at the Waldorf-Astoria Hotel, New 
York, February 2. He was sixty-two years old. 

Gilbert F. Coyle has been appointed assistant freight traffic 
manager of the Grace Line, with headquarters in New York. 
William H. Trauth, formerly freight traffic manager in New 
Orleans of the New Orleans and South America Line (Nosa 
Line), a subsidiary of the Grace Line, has been transferred to 
New York and has taken up duties in the freight traffic depart- 
ment of the Grace Line there. R. R. Adams, formerly vice-presi- 
dent in charge of operations of the Grace Line, has been ap- 
pointed general manager of the line’s services on the coasts of 
Ecuador, Peru, and Chile, with headquarters at Valparaiso, Chile. 
He sailed January 28 to take up his new post. T. M. Fortune, 
vice-president, is to take over Mr. Adam’s duties as operating 
manager at New York. 

At the annual meeting of the American Bureau of Shipping 
in New York January 31, J. Lewis Luckenbach was elected presi- 
dent, succeeding Capt. Charles A. McAllister, who died. Gilbert 
P. Taylor was re-elected vice-president and treasurer, and John 
W. Cantillon, secretary and assistant treasurer. Frank G. 
Macomber, Walter W. Parsons and H. H. Raymond were elected 
honorary vice-presidents, and John D. Reilly, R. Stanley Dollar, 
Joseph Wood, and John M. Franklin were elected members of 
the board of managers. 

The following officers were re-elected at the annual meeting 
of the Chiselers Club of the Port of New York, Inc., January 
28: President and chief chiseler, James French, chief suveyor 
of Lloyds; vice-president, George S. Hinkins. Dollar Steamship 
Company; treasurer. Willard S. Jones. Gulf Refining Company; 
assistant treasurer, W. A. Maloney, Todd Shipyards Corporation; 
secretary, Thomas J. Kehoe, American Mail Steamship Company; 
assistant secretary, Captain Alfred P. Brown, Tracy Towing Line. 

Prof. Howard C. Kidd, of the University of Pittsburgh, met 
death Friday of last week while on an inspection tour of rail- 
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road yards. His body was found by the yard crew, evidently 
having been struck by an engine. He was alone and no one 
knows exactly how the accident happened. 

J. F. Graves has been appointed general traffic manager 
Cumberland and Pennsylvania Railroad, New York. F. E. Siepert 
has been appointed traffic manager. 

Herbert R. Saunders, superintendent of the Chicago ter. 
minal division, Rock Island, died January 26. He was sixty- 
seven years old. 

R. A. Cooke has been appointed manager traffic department 
American Newspaper Publishers’ Association, New York, suc. 
ceeding W. J. Mathey, resigned. 

Leroy Hatfield, who retired as freight traffic representa- 
tive in Boston, N. Y. N. H. & H., May 1, 1930, died at his 
home in Braintree, Mass., January 21. 

Frederick R. Perry, general agent, passenger department 
Canadian Pacfic, New York, died in that city January 16. He 
had been in transportation work since 1895. 

The Louisiana and Arkansas and the Louisiana, Arkansas 
and Texas have opened an office in Memphis with D. W. Bird, 
general agent, in charge. E. E. Greeson, representative, has 
been placed in charge of the Little Rock office. 

E. J. Perkins, formerly traffic manager, National Biscuit 
Company, with offices in Chicago, died in the Yonkers General 
Hospital, Yonkers, N. Y., January 26. 





Doings of the Traffic Clubs 





Henry I. Harriman, president of the Chamber of Commerce 
of the United States, will address the annual dinner of the 
Birmingham Traffic and Transportation Club the evening of 
February 20. His subject will be “A Unified Transportation 
Essential to National Prosperity.” The Birmingham Chamber 
of Commerce will cooperate in making the affair a success. 
Officers and directors of the Associated Traffic Clubs of Amer- 
ica have been invited. 





The fourth annual dinner of the Transportation Club of 
Springfield will be a joint meeting with the Illinois District 
Traffic League. It will be held at the St. Nicholas Hotel, 
Springfield, February 8. Thomas F. Donovan, Lieutenant Gov- 
ernor of Illinois, will be the speaker, and Everett Dirkson, Pe- 
kin, Ill., will be toastmaster. 





The annual meeting of the Junior Traffic Club of Chicago 
was held at the Palmer House February 2. Dinner preceded 
the meeting and there was a theater party following. The 
ticket of officers selected by the nominating committee (see 
Traffic World, January 28, p. 185) was elected. The annual din- 
ner will be held March 2. 





The eleventh annual “Lincoln Birthday” bridge and dinner 
dance of the Traffic Club of St. Louis will be held at the Hotel 
Jefferson February 14. A luncheon will be held at the New 
Hotel Jefferson February 6. Oliver T. Remmers, former St. 
Louis police commissioner, will be the speaker. 





Oliver Caldwell, freight traffic representative, Luckenbach 
Steamship Company, was the speaker at a meeting of the 
Brooklyn Traffic Club January 19. He discussed railroad “prop- 
aganda” and reasons for it. 





The York Traffic Club has elected the following off- 
cers: President, H. E. Eyster, J. E. Baker Company; first vice- 
president, C. E. Wallace, commercial freight agent, Western 
Maryland: second vice-president, C. S. Pressel, secretary, 
Brandt Warner Manufacturing Company; third vice-president, 
D. M. Weller, American Chain Company; treasurer, J. S. 
Strayer, traffic manager, S. Morgan Smith Company; secretary, 
V. H. Bollinger, traffic manager, Keystone Roofing Company. 





The Harbor Traffic Club held a meeting at the Wilmington 
Club, Wilmington, Calif., January 24. Martin DeVries, chief 
deputy city prosecutor of Long Beach, spoke on “The March of 
the Frigate Constitution.” 





“Highway Transportation—A Shippers’ Viewpoint,” was the 
subject of an address by C. L. Hilleary, traffic manager, F. W- 
Woolworth Company, at the monthly meeting of the Alumni A’ 
sociation of the Traffic Managers’ Institute of New York at the 
Victoria Hotel January 20. H. C. Wall, Central Distributing 
Company, spoke on “Modern Warehousing.” There was an at- 
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tendance of about one hundred, many of whom participated in 
an “open forum” held on the subject of highway transportation. 
Dinner preceded the meeting. 

The Traffic Club of Minneapolis elected the following direc- 
tors January 19: G. M. Campbell, northwest freight agent, B. 
& O.; E. J. Grimes, vice-president, Cargill Elevator Company; 
W. E. Keller, secretary, Northwest Retail Coal Dealers’ Asso- 
ciation; F. R. Newman, vice-president, Soo Line, At the annual 
meeting January 26 the following officers were elected: Presi- 
dent, N. F. Kenney, district freight agent, Pennsylvania; first 
vice-president, Martin F. Smith, secretary, Southern Minnesota 
Mills; second vice-president, Harvey W. Wike, freight agent, 
Northern Pacific; treasurer, G. A. Heinze, traffic manager, 
DeSoto Creamery and Produce Company; secretary, G. M. Camp- 
bell, northwest freight agent, B. & O. John F. Bonner, formerly 
assistant attorney general of Minnesota, was the speaker at a 
meeting at the Nicollet Hotel February 2. The eighth annual 
“Griddle Cake Dinner” will be held at the Nicollet February 4. 
Elaborate entertainment is planned. 


The annual dinner of the Traffic Club of Newark was held 
at the Elks’ Club February 2 with Charles S. Sudborough, gen- 
eral traffic manager, Pennsylvania, and David C. Senner, chair- 
man, Motor Vehicle Conference Committee, as the speakers. A 
“forum” meeting on “Preparation of Shipping Documents” will 
be held at the Chamber of Commerce building February 6. 


The Winston-Salem Traffic Club held its third annual meet- 
ing at the Robert E. Lee Hotel January 17. The meeting was 
sponsored by the Chesapeake and Ohio. Members and guests, 
approximating two hundred, attended the banquet and were en- 
tertained by a male quartet, members of which were repre- 
sentatives of the Chesapeake and Ohio, Richmond, Va. Robert 
B. Tunstall, assistant general counsel, Chesapeake and Ohio, 
was the guest speaker. He discussed the recapture provision 
of the interstate commerce act. The retiring president, S. A. 
Campbell, division freight agent, N. & W., presented L. F. 
Owen, traffic manager, R. J. Reynolds Tobacco Company, the 
newly elected president. Mr. Owen voiced a word of enthusiasm 
as to the future attainments of the club and introduced his 
fellow officers. 


At one of the best attended meetings in the history of the 
organization members of the Metropolitan Traffic Association 
of New York were addressed by David T. Lamond, president 
of the Foreign Commerce Club of New York, January 26, at 
the association’s headquarters in the Victoria Hotel. Mr. 
Lamond reviewed problems that now confront the Port of New 
York and influence the commerce which flows through it, opps- 
ing the St. Lawrence Waterway project and also the extension 
of subsidies to inland waterways which provide free service 
to their users and do not pay the costs of their operation. He 
characterized the “Buy American’? movement as likely to seri- 
ously injure foreign commerce unless limited in certain ways 
in order to maintain a proper differential between exports and 
imports of goods. It was announced that the annual supper 
dance would be held at the headquarters of the Traffic Club of 
New York in the Park Central Hotel on the evening of February 
18. Only one meeting of the association will be held in Feb- 
ruary, Which will be on the 16th. 


In view of the quarterly meeting of the Northwest Shippers’ 
Advisory Board in Minneapolis January 31 the ‘weekly luncheon 
of the Transportation Club of St. Paul was not held. 


The Indianapolis Traffic Club has elected the following 
officers: President, D. R. Changnon, commercial agent, Illinois 
Central; vice-president, M. C. Safford, traffic manager, T. M. 
Wadley Company; secretary-treasurer, R. C. Johnston, secretary- 
treasurer, Beveridge Paper Company; directors (one year), E. M. 
Guinn, traffic manager, Marmon Motor Company; Jean Gates, 
office manager, Lone Star Cement Company; V. A. Hampton, 
general agent, Chicago and North Western; (two years) Ray C. 
Stoelting, assistant traffic manager, Eli Lilly and Company; 
C. A. Wagner, commercial agent, L. & N.; T. J. Faulconer, divi- 
sion freight agent, Nickel Plate; (three years) M. D. Collins, 
traffic manager, E. C. Atkins and Company; H. B. McNeeley, 
traffic manager, Indianapolis Chamber of Commerce; C. A. Mac- 
namara, district freight agent, Canadian Pacific; W. L. Snod- 
grass, general superintendent of traffic, Indiana Railroad System. 
Under a recent amendment to the constitution of the club the 
membership did not vote directly for the three major officers, 
but elected the directors, who elected the officers. 


The twentieth annual dinner of the Traffic Club of Baltimore 
is set for February 7 at the Lord Baltimore Hotel. Lucius S. 
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Storrs, president, United Railways and Electric Company, ang 
F. L. Madden, St. Paul, Minn., will speak. Mr. Madden’s subject 
will be “New Thoughts on Railroad Problems.” Entertainment 
will be furnished by a symphony orchestra and the Baltimore 
and Ohio Women’s Chorus. A “forum” meeting will be held at 
the Lord Baltimore February 13. 


At a meeting January 30 the board of the Traffic Club of 
Detroit elected the following officers: President, W. I. Nokely, 
traffic manager, Michigan Alkali Company, Wyandotte, Mich.: 
first vice president, J. W. Hill, general agent, Rock Island; 
second vice president, C. J. Davitt, traffic manager, Budd Whee] 
Company. The new officers will be installed at a luncheon at 
the Hotel Statler February 14. It will be the first time in the 
history of the club that officers have been installed at a luncheon 
instead of an evening banquet. The principal speaker will be 
Joseph A. Moynihan. At the annual meeting January 21 the 
following directors were elected: F. J. Armstrong, C. A. Deckler, 
F. S. Ross, C. A. Sullivan, L. J. Armstrong, J. A. Sullivan, 
W. H. Lougheed, H. O. Yant. F. H. Dowle was elected secre. 
tary-treasurer. 

J. C. McCutchen, formerly general agent of the Northern 
Pacific at Milwaukee, Wis., has been made an honorary mem- 
ber of the Milwaukee Traffic Club. His home is now in Lake 
View, Ia. He is seventy-nine years old. 


The Traffic Club of Wichita will hold a luncheon at the 
Innes Tea Room February 9. Dr. J. D. Clark will speak on 
taxes. 





Digest of New Complaints 





No. 25744. F. E. D. Corporation, New York, N. Y., vs. Pennsylvania 
et al. 

Unreasonable rates, zinc dust, Trenton, N. J., to Buffalo, N. Y., 
and points taking same rates. Asks rates and reparation. 

No. 25745. The Harshaw Chemical Co.. Cleveland, O., vs. 
et al. 

Rates and charges in violation Section 6, refined glycerine, Phil- 
adelphia, Pa., to Brooklyn, N. Y. Asks reparation... 

No. 25746. General Abrasive Co., Inc., Niagara Falls, N. Y., vs. Read- 
ing et al, , ; 

Unreasonable rate and charges, crude aluminum oxide (crude 
artificial abrasives), Phildelphia, Pa., to Suspension Bridge, N. Y. 
Asks reparation. 

No. 25747. Meyer-Foley Co., Inc., Galesburg, Ill., vs. C. & O. et al, 

Rate and charges in violation Section 6, defective black sheet 
iron, Ashland, Ky., to Galesburg, Ill. Asks refund. 

No. 25748. Southwestern Construction Corporation, Tulsa, Okla., vs. 
A. TF. & BG. F. St al. 
Unreasonable rates and charges, second-hand _ contractors 
equipment, between points in Okla. and Colo. Asks reparation. 
No, 25749. Carter-Waters Corporation, Kansas City, Mo., vs. St. L.- 
S. F. 
Rates and charges in violation Sections 1 and 4, iron or steel 
bars or rods, Kansas City, Mo., to Salem, Mo., via interstate routes. 
Asks reparation. 
No. 25750. The Delaware, Lackawanna & Western Coal Co., Hoboken 
N. J., va. C.. of N. J. et al. 

Unreasonable rates, anthracite coal, points in the Lehigh and 
Wyoming regions on the C. of N. J. in Pa., and points in the 
Wyoming region on the D. L. & W. in Pa., to points in Pa.; 
N. Y., Mt., N. H., Vt., Mass., R. I., Conn., N. J., Del., Md., Va.. 
Ohio, Mich., Ind., Ill., Wis., Minn., Ia., Mo., D. of C., and prov- 
inces of Ont., Que., N. B. and N. S. in Dominion of Canada. 
Rates within Pa. when such coal is not transshipped from ports 
in Pa. not assailed. Asks rates. 

No. 25751. Quabaug Rubber Co., North Brookfield, Mass., vs. Central 
of Georgia et all — . ‘ 

Unreasonable rates, clay or Kaolin, McIntyre, Ga., to North 
Brookfield, Mass. Asks cease and desist order and reparation. 

No. 25752. White Eagle Oil Corporation, Kansas City, Mo., vs. A. T. 
& S. F. et al. 

Unreasonable rates and charges, Kan., to 

Glenaire, Mo. Asks reparation. 
No. 25458, Sub. No. 1, Granite Cordage Co. et al., Hickory, N. 
A. & W. P. et al. . 
Rates in violation sections 1 and 4, cotton factory sweepings 
and cotton card strippings, points in Ga., Ala., and Miss., to 
Hickory and Granite Falls, N. C. Ask rates and reparations. 
No. 25718. Sub. No. 2. The James Poultry Co., Inc., Falls City, Nebr. 
et al. vs. A. C. & Y. et al. : 
Unreasonable rates and charges, butter, eggs and live or 
dressed poultry, straight or mixed carloads, Falls City and Lincoln, 
Nebr., to points in official classification territory. Ask rates and 
reparation. 
No. 25718, Sub. No. 3. 
vs. A. C. & Y. et al. : 
Unreasonable rates and charges, butter, eggs and live or 
dressed poultry, straight or mixed carloads, Tracy and_ other 
Minnesota points, Estherville, Ia., and Arlington and Milbank, 
S. D., to points in official classification territory. Ask rates an 
reparation. 
No. 25753. Wheeling Steel Corporation, Wheeling, W. Va., vs. Alton 
et al. 
Unreasonable rates and charges, iron and steel artictes, points 
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Sixty Yeu of Service 


Katy locomotive, drawing the first train ever 

to enter Texas from the north, heralded the 
beginning of the real growth and development 
of the Great Southwest. Already the Katy had 
pioneered its way across Missouri, Kansas and 
what was then Indian Territory, so that the open- 
ing of its Red River bridge on Christmas, 1872, 
gave to Texas a direct rail connection with the 
industrial and commercial centers and made 
possible the Southwest of today. 


Je SIXTY YEARS AGO, the whistle of a 


Establishment of a line of direct rail communi- 
cation with the north brought markets for the 
Southwest’s products near to hand, encouraged 
migration to the then ‘‘new country’’ and, in 
short, proved the magic wand that transformed 
struggling hamlets into teeming metropolitan 
centers and converted a wilderness into a vast 
region of productivity. 


The Katy is proud of the part it has been priv- 
ileged to play in bringing about the Southwest’s 





glorious achievement. Proud that it has main- 
tained the pioneer spirit and thus fostered 
progress. Proud that through all these years it 
has remained strictly an independent South- 
western railroad, its fortunes linked irrevocably 
with the fortunes of the Southwest. Proud, too, 
that all through the Southwest it is regarded in 
a friendly, neighborly manner and universally 
recognized as a transportation agency rendering 
a vital and helpful service. 


The Katy’s confidence in the future of the South- 
west is as firm today as three score years ago 
when its rails were hastily put down over track- 
less prairies. It shares today the belief of all 
those forward looking builders that the South- 
west has but reached the threshold of its de- 
velopment and, with the dawn of another year, 
dedicates itself anew to its sixty-year-old policy 
of wholehearted cooperation, and to the main- 
tenance of a freight and passenger service in 
keeping with the progressive spirit of a section 
it has faithfully served for so many years. 





CHAIRMAN OF THE BOARD AN 
PRESIDENT MiISSOUR!-KANSAS-TEXAS LINES 





PIONEER RAILROAD OF THE SOUTHWEST 
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ONE LINE, ON TIME ALL THE WAY 





When Time 


Is a Factor— 


Time, always an important consideration in ship- 
ping, is today the most urgent factor in the 
routing of many shipments. Present conditions, 
the practice of hand-to-mouth buying, consumer 
tendencies to delay purchases and then place 
rush orders—these things have all added to the 
importance of time in shipping. 


And as a result of this placing of more and more 
importance upon time, shippers are turning in 
ever increasing number to Santa Fe freight service. 
For Santa Fe's traditional adherence to fast 
schedules, the appreciation of on-time deliveries 
by its personnel, and its continuous responsibility 
over 14,000 miles of rails, is the shipper's assur- 
ance of prompt delivery in these days when time 
is of such high importance. 


There is a Santa Fe freight representative near 
you. Ask him for particulars concerning Santa 
Fe fast schedules. You'll find his counsel helpful. 


Ship via 


SANTA FE 
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in Ohio and W. Va., to points in Kan. Asks cease and desist 
order and reparation. 
No. 25754. The Vitrolite Co., Chicago, Ill., vs. A. T. & S. F. et al, 
__ Rates and charges in violation sections 1 and 3, vitreous tops 
with metal rims and fibreboard bases, Parkersburg, W. Va., to 
points throughout U. S. Competing vitreous counter and table 
tops preferred as well as marble and various other kinds of 
counter and table tops. Also complains of failure to provide for 
Suitable carload mixture privilege whereby said tops with meta] 
rims and fibreboard bases may be shipped without increase of 
ratings in mixed carloads with other vitreous slabs, manufac. 
tured by complainant. Asks cease and desist order, ratings and 
charges, and reparation. 


N. A. R. U. C. OFFICERS 


Amos A. Betts, chairman of the Arizona commission, has 
become president of the National Association of Railroad and 
Utilities Commissioners, as the result of the expiration of the 
term of J. Paul Kuhn as a member of the Illinois commission. 
The latter was elected president of the association at the last 
annual meeting. Commissioner Betts was elected vice-president 
at that meeting. Under the constitution of the association, 
the first vice president automatically becomes president in such 
a situation as that created by the retirement of Mr. Kuhn 
from the Illinois commission. ‘ 

Commissioner H. Lester Hooker, of the Virginia commis- 
sion, who was elected second vice president at the recent con- 
vention, has become first vice president. Mr. Betts has served 


continuously since January 1, 1917, as a member of the -Arizona 
commission. 


COMMUNICATIONS BILL 

Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced H. R. 14501, a bill to 
establish the Federal Communications and Power Commission. 
The commission would administer all federal laws (1) relating 
to the regulation of the transmission or communication, in in- 
terstate or foreign commerce, of intelligence by wire or wire- 
less or otherwise by the use of electrical energy, or (2) relat- 
ing to the regulation of the transmission or sale of power in 
interstate or foreign commerce, and water power. Transmis- 
sion of intelligence by wire or wireless by common carriers is 
now subject to the jurisdiction of the Interstate Commerce 
Commission. President-elect Roosevelt, according to reports 
from Warm Springs, Ga., favors such a commission as that 
proposed in the Rayburn bill. 


PRICE OF TRANSPORTATION SERVICE 


“The Price of Transportation Service” is the title of a 
little volume, published by Harper and Brothers, by Professor 
W. M. Daniels, of Yale, formerly a member of the Interstate 
Commerce Commission, a part of a larger work on railroad 
transportation not yet complete. It is a history and exposi- 
tion of the general theory of railroad rates and an explanation 
of the underlying influences that control the price of rail trans- 
portation service in this country. 


TELEPHONE COMPANY EARNINGS 


In the eleven months ended with November, 1932, one hun- 
dred and four telephone companies, each having annual operat- 
ing revenues in excess of $250,000, reporting to the Commission, 
had operating income of $205,711,431, as compared _ with 
$253,084,510 for the corresponding period of 1931, a decrease of 
18.7 per cent. For November alone the operating income was 
$17,060,673, as compared with $20,947,369 in November, 1931, 
a decrease of 18.6 per cent. The number of company stations 
in service at the end of November was 15,261,248, as compared 
with 17,005,773 at the end of November, 1931, a decrease of 
10.3 per cent. 


SHORT WEEK LEGISLATION 

The reopened hearing in the Western Class Rate Case, 
docket 17000, part 2, and Ex Parte 87, Sub. No. 1, was the subject 
of discussion at the monthly meeting of the Industrial Traffic 
Council of the Chicago Association of Commerce February 1. 
Considerable diversity of opinion developed as to the position 
the association should take in the proceeding, both with respect 
to the basis to be applied interterritorially between Western 
Trunk Line Territory and the east, and as to the intraterritorial 
rates west from Chicago. The views will be presented to the 
transportation committee of the association for action. 


INDUSTRIAL TRAFFIC COUNCIL 

The House committee on labor has approved the Connery 
bill designed to bring about a six-hour day and five-day week 
in industry. The bill Was amended to include the word “know- 
ingly” in the part of the bill putting responsibility on carriers 
and others not to carry or handle commodities made by labor 
in violation of the act. As introduced the bill would have made 
carriers liable for punishment for carrying such commodities 
and it was recommended that the word “knowingly” be inserted. 
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HE man who has come from the 
strange, out-of-the-way places and 
seen the unusual sights of the world 
—a true “cosmopolite’—is always in- 
teresting. And, believe it or not (with 
apologies to Mr. Ripley), most people 
have “cosmopolites” right in their own 
homes. Of course, it requires a bit of 
imagination but—every time a furniture 
manufacturer in the territory served by 
the Norfolk and Western Railway com- 
pletes a piece of furniture he creates a 
“cosmopolite’—in that he fashions it from 
articles from many parts of the world. 
Precision Transportation brings to the 
manufacturer costly timbers from Mex- 
ico, Central and 
South America, 
the Philippines, 
Germany, 
Japan, Austra- 
lia, Ceylon, far- 
away India and 
the jungles of 
Africa. It brings 
designsandsug- 
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‘+ THE COSMOPOLITE 


gestions from research laboratories and 
art centers of the entire world. It brings 
lumber from Georgia, South Carolina 
and the Mississippi Valley. It brings 
glues from Chicago, Pittsburgh and local 
plants and it brings plate glass, mirrors, 
hardware, paints and varnishes from 
factories throughout Norfolk and West- 
ern territory. 

Precision Transportation brings the 
finest raw materials of the world to 
the skilled craftsmen of Virginia and 
North Carolina and moreover, with its 
highly perfected system of furniture 
transportation, helps to put furniture 
—a true “cosmopolite” into millions 
of American 
homes each 


year. 


Any Norfolk and Western 
representative will be glad 
to tell you how Precision 
Transportation's system of 
moving furniture has put 
the Norfolk and Western 
in second place among all 
of the furniture hauling 
railways of the United 
States 
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HOUSTON 
Future Oil Center of 


AMERICA 


The recent transfer of the Central and Gulf 


SHELL CORPORATION 


and the general headquarters of the 


TIDE WATER OIL CO. 






and announcement 


$5,000,000 Refinery 


are indications of the increasing impor- 
tance of Houston in the oil world. 


Houston is in the heart of one of the 
world’s richest known oil fields. 


Houston has rail connections to every 
part of Southwest, with rapid and 


Houston has 68 steamship lines keep- 
ing regular schedules to every part of 


Pipe lines extend to Houston from all 
important fields in this territory. 


Houston possesses every advantage of loca- 
tion, climate and facilities to producers or 


For further details write: 


COURTHOUSE BUILDING 
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Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) hay, — 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellation 
and postponements announced too late to show the change in thi 
Docket will be noted elsewhere. 


February 6—Columbus, O.—Examiner Trezise: 
25566—Rates on bituminous coal within state of Ohio. 
1. & S. 3801—Coal from Pa. to northern Ohio. 
25590—Western Pennsylvania Coal Traffic Bureau et al. vs. A. ¢, 
& xX. Ry. et al. 
25656—Continental Coal Co. et al. vs. A. C. & Y. Ry. et al. 
25657—-Property Owners’ Committee vs. A. C. & Y. Ry. et al. 


February 6—Asheville, N. C.—Examiner McChord: 
25618—S. Sternberg and Co., Inc., assignee, of David J. Joseph Co., 
vs. B. & O. R. R. et al. 


February 6—Washington, D. C.—Examiner Borroughs: 
Valuation No. 1137—In re valuation of Carolina Western R. R. 


February 6—Hutchinson, Kan.—Examiner Pte ar 
25465—Light Grain & Milling Co. vs. ~% & S. F. Ry. et al. 
25248—Light Grain & Milling Co. vs. .T &S.F. Ry. et al. 
‘yw ed 6—Washington, D. Spa tel Berry 
. & S. 3855—Citrus fruits from Florida via St. th, S. F. Ry. 


February 7—Washington, D. C.—Examiner Burslem: 
21718—Hill Motor Car Co. vs. Mich. Cent. R. R. et al. 
24499—Hill Motor Car Co. vs. Mich. Cent. R. R. et al. 
February 8—Atlanta, Ga.—Examiner McChord: 
Fourth Section Application 14471, filed jointly by J. A. Streyer and 
J. E. Tilford, agents—Livestock between southern points. 
Fourth Section Application 14680, filed by A. C. L. R. R. for itself, 
and on behalf of L. & N. R. R.—Live poultry to Jacksonville, Fla. Bf 
February 8—Washington, D. C.—Examiner Bradford: : 
Valuation No. 1136—In re tentative valuation of property of As- 
phalt Belt Ry. 
February 8—Argument at Washington, D. C.: 
24895—In the matter of rates, ratings, and minimum weights of 
envelopes in carloads. 
22201—Berkowitz Envelope Co. vs. A. T. & S. F. Ry. et al. 


February 8—Baton Rouge, La.—Examiner —: 
Finance No. 9694—Joint Application T. & N. O. R. R. and M. L. & T. § 
R. R. & S. S. Co. for permission to abandon a line of railroad 
between Sunrise and Lenora, La. 


ACCURATE WALL MAP OF U. S. A. 


Specially priced for TRAFFIC WORLD subscribers at $2.00. 


1. Rand McNally Commercial Map of the United States “er 
states in separate, ae colors, all prince er railroads, and al 
principal a towns, lakes, and rivers. Printe four colors on a 

eavy paper sheet. Standard equipment for the traffic department. 
56x33 inches. $2.00. (Regular price $3.50.) 























Other clear and accurate traffic maps: 


2. Map of the United States, showing all classification and freight 
association territories: 26x38 inches, $1.00. 







3. Mileage map of C. F. A. and contiguous territory: 40x42 
inches. $1.00. 


4. Map of junction and terminal points in C. F. A. territory and 
adjacent junction and terminal points: 38x30 inches. $1.00. 


5. Map of percentage groups in Central Freight Association ter- 
ritory for eastbound freight rates: 40x42 inches. $1.00. 


6. Map of percentage ape in Central Freight Association ter- 
ritory for westbound freight rates: 40x42 inches. $1.00 


7. Map os pene rate groups in Trunk Line territory: 40x42 
inches. $1.00 


8. Map of eastbound rate groups in Trunk Line and New England 
territories: 40x42 inches. $1.00. 


9. Map of westbound rate groups in Trunk Line and New Eng- 
land territories: 37x41 inches. $1.00. 










Send remittance with order to 


THE TRAFFIC WORLD 
418 South Market Street Chicago, Illinois 
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BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five modern plants. Rail and water locations. 
Inside and outside switch tracks with capacities 
of 148 freight cars.% Dockage for 7 lake steamers. 
Negotiable warehouse receipts. Daily reports. 
Monthly inventories. Write for complete 
details to 

e 


BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 


Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 


Route BILL OF LADING , 
We 
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ORIGINAL—NOT NEGOTIABLE lgnt’s 


Railroad Company 


~ ‘RECEIVED, tariffs im effect on tbe date of tbe issue of this Bill of lading, 
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Shipping 
Between the 
United States and 
Orient Made Easy 


You only need to remember ONE thing— 
the AMERICAN MAIL LINE. Remove 
the details from your oriental shipping. 
Place a cargo or a tiny package in the 
hands of any American Mail Line agent 
and your worries are over. The shipment 


will go to or come from any Oriental port in 
fast time and arrive at destination in A-l 
condition. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules reg- 
tilar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. Depend on the American Mail Line. 


For information, apply desk No. 6 


Bi West Street. ccccccccccscsces New York 
1714 Dime Bank Bidg Detroit 
110 So. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building...............-Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





Va J (jy TO EXPEDITE YOUR 


SHIPMENTS 


S bod 





Shipper’s Me__}_ 





You need have no fear in 
routing your shipments Via 
the Peoria Gateway. P. & P. 








Mr. Traffic Manager: 


We know that some Com- 
mercial traffic managers hesi- 
tate in showing intermediate 
Switching carriers in Bills of 
Lading on account of fear 





At 


pasate 
the property described below, in apparsnt good order, except as noted (contents and condition uf gentent= of packages unknown) Jowked, 
consigned, and destined as indicated beiow, which anid compeny (the word company being understond throughout this contractfia vecan- 
Sec aap Gaius ar Guipenotian Ge peanlinas at tap aan wuder the coutract) agrees to carry to ite usual place cf UTis ofr mt anid 
Gestination, if op its own road or its own water line, otherwise to deliver te another carrier on the route to seid deatio woo (it ie 
mutually agreed, as to each carrier of al! or anv of said proper.y over all or any portion of said route to destination, arf e* to cach 
party at any time interested in ell or any of anid property, that a service to be performed shall be subject J, ai! the con- 
Gittins not probibited by law, whether printed or written, berein contained, Including the conditions on back hereof «y 4 are Lereby 


egreed to by the sbipper and acceptet for bimself and bis easigne 
all or virest address of consigues—Ver porpons Gonmnee avy 














U. Ry. Intermediate switch- 
ing charge of $3.00 is named 
in C. W. Galligan’s Illinois 
Freight Association Freight 
Tariff No. 41-A, I. C. C. No. 


of possible overcharges when 
intermediate switching car- 
rier is not always shown as 
a concurring carrier in road 
haul tariffs naming joint 
rates. 





Switching Service Between 
Illinois Central Railroad Company hp 


Peoria and Pekin Union Railway Company 

Alton R. R. 

Atchison, Topeka & Santa Fe Railway Cempany 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


Inquiries solicited. 











206, and is absorbed by line 
haul carriers under their ab- 
sorption tariffs. Simply mark 
your Bill of Lading Via P. & 
P. U. and Peoria, Ill., and speed 

| the interchange between line 
haul carriers. 






temen 
‘The carrier shall 
emery te ey H 
7 men reget on ‘ol ether 
Ger chars (See Gection 7 
conditions 


Illineis Terminal R. R. System. 

Inland Waterways Corporation 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania yy — 

Peoria Terminal Compan 

Toledo, Peoria & Ween Railroad 


Address E. F. STOCK, Traffic Manager, Union Station, Peoria, IIl. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 
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UNITED FRUIT 


GREAT 
WHITE 
FLEET 












Regular Freight and Passenger Service 
BETWEEN 






New York, New Orleans, Boston and San Francisco 
AND 
Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 








Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 







Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 







For Rates and Other Information Address: 


FREIGHT TRAFFIC DEPARTMENT 


Pier 3, North River, New York, N. Y. 















































100! Fourth St., 111 W. Washington St., 
San Francisco, Calif. Chicago, III. 
Long Wharf, 321 St. Charles St., 








Boston, Mass. New Orleans, La. 






General Offices: 





One Federal Street, Boston, Mass. 





Exactly where we can do 
shippers to MINNEAPOLIS 
the most good 


Railroads come to our doors; the Minneapolis wholesale 
district lies all around us to the North and Northwest. 
And three blocks east of us is the greatest retail business 
section in the Northwest. 


For the rendering of warehousing service in Minneapolis 
to manufacturers and shippers we are “‘sitting pretty’ and 
we would like to hear from you. We have the best of 
warehouse facilities to place at your disposal. 


NORTHWEST WAREHOUSING 
COMPANY ¢ 


301 North Seventh Street 
Minneapolis, Minnesota 
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Vol. LI, No, ; 


February 8—Washington, D. C.—Examiner Warren: 
ss ae No. 1119—Tentative Valuation of property of Deep Creq 
February 8—Watertown, S. D.—Examiner Griffin: 
ee of Railroad Commissioners of State of S. D. vs. C. & 4 
. R. et al. ; 
February 9—Argument at Washington, D. C.: 
20225—Empire Floor & Wall Tile Co., Inc., vs. C. C. & O. Ry. (A.¢ 
L. R. R, and L. & N. R. R., lessees), et al, (and cases grouped 
therewith). 
February 9—Atlanta, Ga.—Examiner McChord: 
25710—J. W. Patterson, doing business as J. W. Patterson Com. 
mission Co., et al. vs. A. G. S. R. R. et al. 
February 9—Washington, D. C.—Examiner DuBois: 
Valuation No. 1113—Peoria, Hanna City & Western Ry. 
February 9—Minneapolis, Minn.—Examiners Koebel and Paulson: 
17000, part 2—Western Trunk Line Class Rates 
February 10—Atlanta, Ga.—Examiner McChord: 
19013—Willingham-Tift Lumber Co. et al. vs. A. & V. Ry. et al, 
February 10—Argument at Washington, D. C.: 
21224—Pfaltzgraff Pottery Co. vs. Pa. R. R. 
February 13—Griffin, Ga.—Examiner McChord: 
25549 (and Subs. 1 to 3, incl.)—Pomona Products Co. vs. Sou, Ry, 
et al. 
February 13—Minneapolis, Minn.—Examiners Koebel and Paulson: 
17000, part 2—Western Trunk Line Class Rates 
February 13—Washington, D. C.—Examiner Johnston: 
Valuation No. 1132—In re valuation of Schoharie Valley Ry. 
February 13—Chicago, Ill.—Examiner Trezise: 
* I, & S, 3843—Coal from Indiana to Illinois. 
February 13—Bristol, Tenn.—Examiner Sullivan: 
Finance No. 9373—Application N. & W. Ry. for permission to aban- 
don a part of its Abingdon Branch in Ashe County, N. C. 
February 14—Washington, D. C.—Examiner Norpel: 
Valuation No. 1131—In re valuation of Property of Kanawha Cen- 
tral Ry. 
February 14—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14964—Filed by J. E. Tilford, Agent 
—Crushed granite from and to the south. 
February 14—Washington, D. C.—Examiner Berry: : 
1, & S. 3847—Coal Interstate R. R. mines to Lambert Point, Va. 
February 14—Washington, D. C.—Examiner Lawton: 





NRGNGERIG He 


ae. 


* 


Fourth Section Application No. 14878—Filed by Agent Jones—Brick § 


from Ohio, Ky. and W. Va. 

Fourth Section Application No. 14794—Filed by J. E. Tilford, Ag,ent— 
Crushed stone or marble (terrazzo aggregate) from and to the 
south. 

February 15—Washington, D. C.—Examiner Stiles: _ : 
15682—-Missouri-Kansas-Texas R. R. vs. Kansas City Terminal Ry. 
February 15—Argument at Washington, D. C.: zt 

23778—Traffic Bureau-Lynchburg Chamber of Commerce vs. S. A. L 
Ry. et al. 

24167—Traffic Bureau-Lynchburg Chamber of Commerce—for Mullen 
Bailey Lumber Co., Inc., vs. Southern Ry. et al. 

24897—Traffic Bureau-Lynchburg Chamber of Commerce vs. South- 
ern Ry. et al. 

24810—Traffic Bureau-Lynchburg Chamber of Commerce vs. South- 
ern Ry. et al. 

February 15—Washington, D. C.—Examiner Walter: 

Valuation No. 1134—In re valuation of Carbon County R. R. 
February 15—Washington, D. C.—Examiner Bradford: 

Valuation No. 1135—In re valuation of property of Rio Grande City 


Ry. 
February 15—Valdosta, Ga.—Examiner_ McChord: 
25582—-Georgia Fertilizer Co. vs. A. B. & C. R. R. et al. 


February 16—Argument at Washington, D. C.: 
14472—-Dolese Bros. Co. et al. vs. A. T. & S. F. et al. (and cases 
grouped therewith). 
February 16—Huntington, W. Va.—Examiner Sullivan: : 
Finance No. 9207—Application N. & W. Ry. for permission to aban- 
don its line between Lenore and Wayne, W. Va. 


February 16—Washington, D. C.—Examiner Borroughs: 
Valuation No. 1123—Berlin Mills Ry. 

February 16—Washington, D. C.—Examiner Davis: 

* Finance No. 9811—Joint application of the Mountain States Tele- 
phone & Telegraph Company and George B. Holden, doing business 
as the Ward Telephone Co., for a certificate that the acquisition 
by the Mountain States Telephone & Telegraph Co. of the tele- 
phone properties of said George B. Holden will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. 

* Finance No. 9812—Joint application of New York Telephone Co and 
Salisbury Center Teleprone Co., Inc., for a certificate that the 
acquisition by the former company of the properties of the latter 
company will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 

February 17—Augusta, Ga.—Examiner McChord: 

25491—-South Carolina Asparagus Growers’ Assn. vs. Southern Ry. 
et al. 

February 17—Argument at Washington, D. C.: 

* Ex Parte 103—In the matter of increases in freight rates 
and charges—fifteen per cent case, 1931. 

February 20—Argument at Washington, D, C.: : , 

17517—Rates on chert, clay, sand, and gravel within state of Georgia 
(and cases grouped therewith). 

February 20—Charlotte, N. C.—Examiner McChord: 
25398—Waldensian Baking Co. vs. A. T. & S. F. Ry. et al. 
25458—Granite Cordage Co. et al. vs. Sou. Ry. et al. 

February 21—Argument at Washington, D. C.: 

24912 (and Sub. 1)—Eastern Shore of Virginia Produce Exchangé, 
Inc., vs. Pa. R. R. et al. (and cases grouped therewith). 

25302— Standard Paper Manufacturing Co., Inc., vs. B. & O. R. RB. 
et al. 

February 23—Washington, D. C.—Examiner Norpel: 

Valuation No. 1143—In re valuation of West Pittston-Exeter R. R- 

February 23—Wilson, N. C.—Examiner McChord: 1 

25695—-Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et a 
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MOOREMACK GULF LINES 


WEEKLY SAILINGS 
From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 


From BALTIMORE to NEW ORLEANS end MOBILE direct or transhipment 
at PHILADELPHIA and vice versa. 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, apply te the mearest of these offices: 

NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bldg. DETROIT, Industrial Bank Bidg. 
BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 
MOBILE, Mesher Bidg. PITTSBURGH, Oliver Bidg. 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 

Docks, Charlestown ST. LOUIS, Railway Exchange Bidg. 





QUAKER LINE 


Dependable Intercoastal Service 
Between 
Albany, N. Y. 
Boston, Mass. 
New York 
and 
Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle, Tacoma. 
For rates, schedules and other particulars apply 


QUAKER LINE 


PHILADELPHIA—The Bourse BALTIMORE—Keyser Bidg. 
BOSTON—: ‘oad Street CHICAGO—327 So. LaSalle St. 
NEW YORK—17 Battery Place DETROIT—General Motors Bidg. 
ALBANY—D & H Building PITTSBURGH—Gulf Building 
EASTON, PA.—Drake Bidg. DAYTON, OHIO—18 Riverdale St. 


Philadelphia 
Baltimore 








NEW YORK TO OR FROM 


K NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 


S. S. PENNSYLVANIA 


Itinerary: New York -Havana- Panama Canal-Balboa- 
San Diego (Westbound) -Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 


















from New York SromSanFrancisco—*Los Angeles 
Virginia . . . Feb.18;May13 Pennsylvania. Feb. 11; Mar. 25 
Pennsylvania. Mar. 4; Apr. 15 California . . Feb. 25;Apr. 8 
California . . Mar. 18; Apr. 29 Virginia . . .Mar.11; June 3 


and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonoma facifie Line 


* ALL NEW STEAMERS » 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
pha 23rd St.) Tel. CHelsea 38-6760 Tel. Digby 4-5800 





cago, 216 North Michigan Ave. Boston, 84 State Street 
philadelphia, 1618, Walnut Ste Baltimore, Baltimeve Trost Bids. 
Cleveland, 1000 Huron Road San Diego, 1030 Fourth St. 
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Let Us 
PLANOGRAPH 


Your 


ANNUAL REPORT 


to the 
INTERSTATE COMMERCE COMMISSION 


Quick - Accurate - Economical 


Prices Adjusted to Meet Current Trend 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
732-738 W. Van Buren Street 


CHICAGO, ILL. 








What Executives of Large Corporations 
Say About Air Travel 


Alfred C. Fuller, President of the 
Fuller Brush Company, said: “Air 
transportation has saved me much valu- 
able time. It has become my fixed policy 
to travel by airplane whenever condi- 
tions and opportunity permit.” This 
company has approximately 4,000 men 
operating out of 275 branch offices in strategic parts of 
the country. 

Col. E. S. Gorrell, President of the Stutz Motor 
Company, said: “I find air transportation saves two- 
thirds in time. I use air transportation extensively.” 












Alfred C. Fuller 








United Air Lines has on file | Let us submit complete air or 
many — a a nl air-rail itineraries for any busi- 
ccutives who not only travel DY | ess trip over the best and 


air but instruct their personnel , 
to use air or air-rail transpor- | quickest routes. No charge or 
tation. obligation. 


















Write our nearest traffic office or general Traffic 
Offices, United Air Lines, La Salle-Wacker Bldg., 
Chicago, for personal counsel. 


UNITED AIR LINES 


New York Kansas City Los Angeles 
36 W. 40th St. 101 W. 12th St. 512 W. 6th St. 
Chicago San Francisco 
400 S. Michigan 320 Geary St. 


General Offices: La Salle-Wacker Bldg., Chicago 
50,000,000 MILES FLYING EXPERIENCE 



























In CHICAGO 


Ie) TERMINAL 


Close to ‘‘Loop.”* Office and warehouse spece for 
lease. Merchandise storage. Pool cars distributed 
Punnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


CAMDEN stisty 


the PORT of SERVICE 
and ECONOMY for 
“~ ee and Distributors 


Write for Booklet 
>, CAMDEN MARINE TERMINALS 


pid South Jersey Port Commission 


Importers’ Bonded Warehouse 


and 


Bienville Warehouses Corporation, Inc. 
R. W. DIETRICH, President 


NEW ORLEANS, LA. 
Complete Warehousing and Distribution Service for 
New Orleans and its territory. 


200,000 square feet of storage space with track room 
for 30 cars at one placement. Licensed by and bonded 
to the State of Louisiana, and the U. S. Government. 
Office, 340 Bienville St. 


Member A. C. W.—A. W. A. 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 


Departmental Service Commerce 


713 Mills Bldg. peci i 
WASHINGTON, D. C. s alists 


HENRY J. SAUNDERS 








Valuation CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
Ex erts te Rates—Consolidations and Valuations 
Pp 643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


Vol. LL 
Se  mmeee ine Teniiie Wguhd — 





























February 23—Argument at Washington, D. C.: 
24906—-Pine Grove Tanning Co. vs. B. & O. R. R. et al. 
25103—International Paper Co. et al. vs. A. C. & Y. Ry. Pg al. 
25251—American Seed Trade Association vs. A. & R. R. R. et al, 


February 24—Argument at Washington, D. C.: 
24830—-Kelleher Corporation vs. B. & M. R. R. et al. 
24914 (and Sub. 1)—Puget Sound Pulp & Timber Co. et al. yg 
B. & O. R. R. et al. 
25068—Atlanta Terra Cotta Co. vs. A. & W. P. R. R. et al. 
February 25—Argument at. Washington, D. C.: 
25240—Leidecker Tool Co. vs. B. & O. R. R. et al. 
February 27—Argument at Washington, D. C.: 
24995 (and Sub. 1)—Fairchild Clay Products Co. vs. A. T. & SP 
Ry. et al. 
25002 (and Sub. 1)—St. Paul Livestock Exchange vs. C. M. St. p 
& P. R. R. et al. 
25144—Dimmitt Coal & Grain vs. C. R. I. & G. Ry. et al. 
February 27—Washington, D. C.—Examiner Warren: 
Valuation No. 1145—In re valuation of Steelton & Highspire R. R. 
February 27—Washington, D. C.—Examiner Johnson: 
25416—Atlantic City Coal Dealers’ Credit Bureau et al. vs. A.C 
R. R. et al. 
February 27—Norfolk, Va.—Examiner McChord: 
— Shore of Virginia Produce Exchange, Inc., et al, 
- A. & R. R. R. et al. 
hens 28—Argument at Washington, D. C.: 
24425—Armour & Co. vs. A. T. & S. F. Ry. et al. 
24739—Farmers’ Grain Dealers’ Assn. of Iowa et al. vs. A. T. & 
S. F. Ry. et al. 
25075 (and Sub. 1 and 2)—Adel Oil Co. et al. vs. A. V. I. Ry. et al, 
24786—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
February 28—Washington, D. C.—Director of Traffic Pitt and Exam. 
iner Boat: ae 
Fourth Section Application No. 14939. 
March 1 and 2—Argument at Washington, D. C.: 
|. & S. 3814—Sugar from Gulf and South Atlantic points. 
1. & S. 3829—Sugar from Eastern points to Central territory. 
1. & S. 3837—Sugar, New Orleans to Ark., Mo. and Okla. 
Fourth Section Application No. 14080—Sugar. 
March 7—Washington, D. C.—Examiner Shinn: 
* Fourth Section Application No. 14750—Anthracite coal from Penn- 
sylvania points. 
March 8—Chicago, IIl._—Examiner Rogers: 
20769—In re charges protective service for perishable freight 
March 16-17—Argument at Washington, D. C.: 
23430 (and Sub. 1)—Central Pennsylvania Coal Producers’ Assn. 
et al. vs. B. & O. R. R. et al. (and cases grouped therewith). 
April #—Washington, D. C.—Examiner Shinn: 
Fourth Section. Applications Nos. 14900, 14397, 14406, 14407, 14413, 
14418, 14419, 14510, 14512, 14513, 14570 and 14571. 
April 6— Washington, D. C.—Exa miner Lawton: 
Fourth Section Application No. 14632, filed by W. S. Curlett (and as 
amended)—Bellefonte Central R. R.—Classes and commodities. 
April 18—Washington, D. C.—Examiners Hosmer and Dillon: 
24160—In the matter of divisions of joint interterritorial rates be- 
tween Official and Southern territories (adjourned hearing). 


We Bind The Trattic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and ty Work Guaranteed 
We Also Bind All of Publications 


The Book Shop Bindery ... 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
ATTORNEY AT LAW 
INTERSTATE Successor te Keene & Ames 


ee Exim ‘Goumine Connision 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Phileade Building, Tulsa, Oklahoma 


Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 



































































CFanik,. ride 8 aie woke CARS 


Modeen in desiprmaintained 


in perfect condition 


NORTH AMERICAN CAR CORP. (°S") 2277 SOurm rasaure st. 
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